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“Everybody Getting Wise”’ 


6¢ FOE,” said the General Manager to his Master 

Mechanic, “I just heard that the Chicago Rail- 
ways Company have ordered 200 new cars and have 
adopted Westinghouse Field Control Motors. They 
are evidently wise to the great saving in maintenance, 
and the reliability of Westinghouse E.quipment.”’ 

“Sure they are,’ answered Joe, “they have had 
1600 Westinghouse Commu- 
tating-Pole Motors in service 
for the past three years, and 


the records of these equipments 


. ve : 99 
Chicago Rallye ie ps equipped with tell the story. 


estinghouse paratus. 


Westinghouse Electric & Mfg. Company (yw 


' Sales Offices in 45 American Cities East Pittsburgh, Pa. 


Vol. XLII 


lectric Railway Journal 


NEW YORK, SATURDAY, AUGUST 16, 1913 


No. 7 


PUBLISHED WEEKLY BY 


pieGray Publishing Company, Inc. 


James H. McGraw, President. C. E. Wuirtrirsry, Secretary and Treas. 
239 West 39th Street, New York. 


CHICAGO OFFICE..... PR ita ee eo Ne 1570 Old Colony Building 
PRIG ADELPHIA OFFICE creas o.0si0 0 ares rsiicc nee « Real Estate Trust Building 
Evropran Orrice....Hastings House, Norfolk St., Strand, London, Eng. 


TerMs OF SUBSCRIPTION 


For 52 weekly issues, and daily convention issues published from time 
to time in New York City or elsewhere: United States, Cuba and Mexico, 
$3.00 per year; Canada, $4.50 per year; all other countries, $6.00 per year. 
Single copies, 10 cents. Foreign subscriptions may be sent to our 
European office. 

Requests for changes of address should be made one week in advance, 


giving old as well as new address. Date on wrapper indicates the month 
at the end of which subscription expires. 


_ Copyright, 1913, by McGraw PusiisHinc Company, Inc. 
Entered as second-class matter at the post office at New York, N. Y. 


Of this issue of the Erectric RAiLway JouRNAL, 8200 copies are printed. 


FACTORY A number of efforts have been 
RUSH-HOUR made in different cities to bring 
TRAFFIC 


about a diversity of traffic movement 
in factory districts during the rush hours. In these dis- 
tricts it is usually the custom to open and close factories at 
the same hour. This creates a condition that is so trying 
to street railway operators that the co-operation of owners 
of factories has been asked in order to establish, if possible, 
slight differences in opening and closing hours. The effect 
of these, of course, would be to allow the street railway 
company, say, five or ten minutes’ leeway after it cared for 
the traffic of one factory before the next factory rush oc- 
curred. Such a change is in the interest of the factory 
employees just as much as of the company, and it is also 
in the interest of the general riding public in the com- 
munity. Inasmuch as factory owners generally have been 
unwilling, when approached ‘by the company, to make 
changes in their hours to effect the improvement desired in 
this direction and it is a matter of general public concern, 
we suggest that it be taken up through the public authorities 
in places where the conditions are particularly trying. This 
could be done appropriately in cities or states where the 


public authorities have assumed a large measure of control | 


over the operation of cars, even if it is not undertaken in 
other cities where virtual control of the operation is still 
retained by the company. 


SAFEGUARDING Among the minor features of 
POWER STATION ‘power-station work which are 
PASSAGEWAYS often overlooked in betterment 


studies, the safeguarding of passageways deserves em- 
phasis. Under normal conditions platforms and runways 
may be used without the least approach to an accident for 
months at a time, but under the stress of a machinery break- 
down haste in movements from. one part of the plant to 
another succeeds the ordinary pace, and unless passages are 


continuous and free from obstructions the results may be 
serious. In a representative case the runway in a boiler 
room consisted of a double line of planks laid across the 
tops of the successive boilers. The runway changed direc- 
tion twice, and, as it was in a dark location, the danger of 
falling upon the tops of the boilers in case of a misstep was 
great. Further, 
placed that should they blow while a man was on the run- 
way he might be swept off or badly scalded. Finally, the 
runway had been moved about 3 ft. out of line of a perma- 
nent iron ladder, so that in case the lights failed or in the 
event of a safety valve blowing with a man on the boiler a 
bad accident was easily possible. A straight runway with a 
solid hand rail was built and the latter placed at the end 
The cost of placing toe boards 
around the edges of platforms and runways so that loose 
tools and materials cannot be knocked off upon petsons 
working below and of keeping all passageways free from 
accumulated nails, wood and other refuse is so small that 
there is little excuse in this direction for oversight which 
may lead to distressing and expensive casualties. 


safety valves on two boilers were so 


of the new structure. 


One of the Eastern trunk lines has 


CONSERVING 
LAPOR found it necessary to take steps to 
SUPPLY 


conserve its source of labor supply 
by appointing an expert to investigate the foreign labor on 
its lines, more particularly the Italians. The latter, not 
so long ago considered among the less desirable of day 
laborers, are now so highly regarded that the railroad 
wants to keep those whom it has and draw others into its 
service. The first duty of the labor expert will be to make 
the Italian laborer feel that the road takes an interest in 
his welfare, considers him “one of the family” and wants 
to know when he has anything to complain about. This is 
a radical change in the usual attitude toward the day 
laborer and one that is worth thinking about. Up to the 
present the foreign laborers on maintenance and construc- 
tion work have existed in the minds of managements and 
contractors mainly as so many numbered brass tags, but 
perhaps this is one reason why this class of labor has been 
so unsatisfactory. Modern humanitarianism and the effort 
to establish a good understanding between employer and 
employed has gone only so far down the line. It has 
stopped before it got to the day laborer. Now, either be- 
cause humanitarianism is expanding or because labor of 
any kind is getting scarcer, the desire to go clear to the 
bottom is manifested in the striking way already noted. 
There may be a suggestion in the incident for other em- 
ployers who upon consideration may find, as did the steam 
road in question, that they know little or nothing about the 
lives, the troubles or even the names of their foreign 
laborers, and that this information once obtained and used 
as the basis for a better understanding would be productive 
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of more loyal and better service. To expect loyalty and 
good service from an employee in whom the employer 
takes so little interest that even his name is unknown is 
to ask too much of human nature, whether it is domestic or 
imported. 


SPECIAL SPECIFICATIONS 


In the purchase of equipment the problem of preparing 
suitable specifications is intimately connected with the 
initial cost of the selected apparatus and for this reason 
deserves thorough and critical study. Operating men 
without factory experience seldom realize how much it 
costs to depart even in small details from so-called standard 
apparatus in the manufacturing plant, and unless such de- 
partures can be supported by the best of reasons they are 
little less than luxuries. Nothing could be-simpler to the 
purchaser in the average case, for instance, than the pro- 
duction by the manufacturer of standard transformers sup- 
plied with voltage taps multiplied according to the whims 
of the prospective user. Electrically it would seem to be 
feasible to bring out from three to a dozen taps without the 
slightest difficulty; yet, when the designer faces the prob- 
lem, the question of suitable insulation and above all the 
provision of sufficient space, the use of existing case sizes, 
selection of bushings and the availability of tools and jigs 
must all be thought over in seeking to produce the equip- 
ment at a reasonable price. The same condition has 
notoriously existed in the past in connection with rail sec- 
tions. The variety of opinions of city engineers and rail- 
way engineers as well as to the proper form of head has 
resulted in an unnecessary multitude of forms of rail heads. 

Again, in purchasing car bodies from reliable builders 
too much care cannot be taken to avoid specifications which 
insist upon trifling modifications in dimensions which are 
not vitally necessary and which tend to increase the first 
cost of the rolling stock. The average manager and master 
mechanic must fall back upon the experience of the 
specialist in these matters and accept the recommendations 
of the latter sometimes when local and personal notions 
would perhaps dictate modifications not really essential 
from well-tried designs and types of construction. Initial 
specifications often can be modified to advantage by infor- 
mal consultation with prospective bidders, and the time 
required to go over these matters is well spent. Naturally, 
each bidder desires to have the special features of his 
product which are the chief basis of its worth incorporated 
in invitations for tenders, but the commercial instincts that 
prompt this desire need not be given sway by the pros- 
pective purchaser. There is no getting away from the fact 
that before purchasing can be done along the most efficient 
lines existing manufacturing standards and resources must 
be thoroughly canvassed. Otherwise, insistence upon un- 
important modifications in details may run the price up 
25 or 33 per cent and extend the date of delivery to incon- 
venient lengths. Special equipment has its proper place, 
of course, and without it no progress would be made; but 
a good many engineers of the less experienced sort have yet 
to learn that where stock material and apparatus will fill 
the bill satisfactorily, nothing short of unusually compelling 
‘reasons should be allowed to cause such equipment to be 
forsaken. 
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[Vor> XLE NOs? 
PUBLICITY IN THE ELECTRIC RAILWAY FIELD 


Although we have at various times emphasized the value 
of publicity in regard to electric railway companies, the 
subject is of such importance that even ome more reitera- 
tion will scarcely suffice. As noted in another column of 
this issue, the associate editor of the Cleveland Plain Dealer 
recently congratulated the Cleveland Engineering Society 


-on its friendly attitude toward newspapers and assured it 


that “this alliance is highly gratifying on the newspaper 
side of the once impassable dead line.” Such a union of in- 
terests between engineering and newspaper work is praise- 
worthy indeed, and we hope that it is indicative of an ever- 
increasing desire on the part of engineering organizations. 
and public utilities to respond cordially to overtures from 
the newspapers. : ; . 
The word “overture” is used advisedly, for only recently 
direct attempts have been made by two important metro- 
politan newspapers to secure business and technical news. 
The Philadelphia Public Ledger has established in various. 
sections of the country men whose sole business it 1s to 
cover the financial, commercial and industrial news in their — 
respective localities. The New York Times has adopted 
a slightly different method in making a general appeal di- 
rect to the public for “business news that interests business. 
men everywhere.” “Business news in New York,” says 
the announcement of the business news department, “vitally 
concerns the business man in Seattle, Denver, New Orleans 
and Bangor, and vice versa; there is no sort of news so 
directly affecting so many Americans and no class of news 
the public can furnish so well.” These are certainly steps 
more than half-way to form a connection with the great 
throbbing lives and centers of business activity in this 
country, and such a response as has been manifested in 
Cleveland should follow these other appeals. The plan of 
the American Electric Railway Association, as outlined in 
these columns, to compile monthly reports of financial 
operations and other statistics for public dissemination, and 
thus to counteract popular misconceptions concerning elec- 
tric railways, is another case in point and shows the willing- 
ness of the electric transportation companies to meet the 
demands of the daily press for this class of information. 
It remains now only for individual companies to learn what 
information the newspapers desire and to supply it. 


Of course, any steps marking a change of conditions, 
even toward improvement, will meet with some opposition.. 
Thus, at a recent hearing before the Texas Railway Com- 
mission, a member of that body attempted to criticise the 
railroads of Texas for having made large outlays for 
newspaper advertisements giving their side on disputed 
points on the ground that the public in paying the railroads” 
expenses would be called’ upon to pay for its own education.. 
Such an objection is absurd. If utilities appeal to the pub- 
lic it is good evidence that their cases are strong, and the 
public is glad to have all the facts. The fundamental idea 
underlying advertising and publicity, too—that of estab- 
lishing a permanent prestige—demands absolute truthful- 
ness, and the very fact that it obliges a manager to con— 
sider his case from the standpoint of the public and out- 
line his attitude in a way which will carry instant convic- 
tion to those who read what he has to say may lead him to 
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see certain phases of his policy in a different light and to 
make some changes in it. Altogether, the plan is good for 
all concerned. 


THE SYSTEM OF THE CONNECTICUT COMPANY 


The extended article upon the transportation features of 
the Connecticut Company published elsewhere in this issue 
possesses especial interest at this time on account of the 
recent criticism by the Interstate Commerce Commission 
upon the ownership of these lines by the New York, New 
Haven & Hartford Railroad Company. Whether one agrees 
with the wisdom from a financial standpoint of the purchase 
of these lines or not, he cannot but be impressed with the 
broadness of the conception from a transportation stand- 
~ point which initiated the acquisition of these properties. At 

the time when their purchase was begun upon a large scale, 
the New Haven Railroad, owing to a series of consolida- 
tions, had come into possession of practically all of the 
steam railroad mileage of the State, and its prosperity be- 
came peculiarly dependent upon that of the community 
which it served. The idea, once held by some, that the trol- 
ley lines in Connecticut formed or might form a nucleus for 
a through competitive tine between New York and Boston 
had passed away. Their light construction, their use of the 
streets in'the city and of the highways in’ the country and 
their consequent slow speed and inability to transport heavy 
loads forbade their use for any such purpose. As rivals and 
as competitors of the New Haven Railroad for any business 
which that road could profitably carry they were insignifi- 
cant. But as allies and feeders to the steam railroad lines 
they could be made to be very helpful to it if developed 
systematically and as a comprehensive unit with the large 
financial resources possessed by the New Haven Railroad. 

A glance over the reports of Mr. Mellen to the board of 
directors at the time of the inauguration of this policy of 
acquisition shows that one underlying reason for it was the 

industrial condition in the State. Although the average 
density of population in Connecticut is large, the industrial 
activity and the greater part of the population are in the 
‘large cities which are located on the shore and in the val- 
leys of the three rivers which cross the State. That is to 
“say, the development of this character in the State as a 
On 
the other hand, in many other parts of the State, and espe- 
cially in the rural districts, there are some evidences of a 
decrease in population during the past few decades, as in 
many other sections of New England. The cause has been 
a lack of transportation facilities and a sterile soil, which 
together have caused a large part of the original farming 


whole has been along a few definite arteries of travel. 


population to settle in the cities or else take up agriculture in 
the more fertile regions in the West or Northwest. 

The reclamation of these abandoned farms, either for 
their original purpose or as homes of those who desire to 
live part or all of the year in the country, and the re- 
population of other sparsely settled parts of the State 
seemed therefore the logical function of the trolley lines 
from the broad standpoint of the development of the State 
asa whole. It was also one which, up to within the last 
few months at least, would have been regarded as sound 


political economy, because. it tended to the conservation of — 


r 
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capital in the development of the transportation facilities of 
the State. The railroad as a whole would be benefited be- 
cause any loss through this pioneer and development work 
incurred by the trolley lines would be more than recouped 
through the increased demands for transportation which the 
larger population and industrial activity would bring to the 
steam lines. Finally, the territory seemed particularly well 
adapted for such a development, because of its compactness, 
and to possess the characteristics which have always been 
associated with those suitable for the establishment of a 
“natural” monopoly. 

The correctness of this theory has been proved by the re- 
sults, certainly so far as the communities served are con- 
cerned. The trolley lines have been combined into a har- 
monious whole, as the map showing the extensions built 
under the New Haven management and published in this 
The physical condition has been greatly im- 
proved under a policy which considered the future more 
than the immediate present, and standards for cars and 
other parts of the equipment have been adopted. Finally, 
short sections of steam railroad track have been used for 
trolley service where such a plan seemed desirable in the 
interests of general efficiency. Some business may have 
been deflected from the steam railroad part of the system as a 
result of these changes, but most of the trolley traffic is com- 
posed of passengers who would not, in any event, have used 
the steam roads. We are glad to learn also that from an in- 
vestment standpoint as well the policy has proved satis- 
factory. The task was a large one and from many points of 
view was conducted under very disadvantageous conditions. 
Nevertheless, the properties are already practically earning 
the interest on their purchase price in spite of very liberal 
charges for maintenance, and as further use is made of the 
improvements already installed this profit should grow. 
That the system is meeting the needs of the community is 
shown by the increase in gross earnings, which were 32.6 
per cent greater in 1912 than in 1907, or an increase of 6% 
per cent per year.. This is in spite of the facts that most of 
the large city properties were acquired before 1907 and 
that the additions in trackage since that date have been 
largely of a suburban character. 

One of the most notable features of the statistics of the 
Connecticut Company, published in this issue, is the possi- 
bility of comparing the extent to which the frequent service 
provided by electric cars will develop traffic between two 
cities whose interurban service was previously provided by 
steam trains at infrequent intervals only. Such a situation 
exists in the case of Meriden and Middletown, towns of 
33,000 and 21,000 inhabitants respectively, located some 12 
miles apart. The line between these two cities was formerly 
operated by steam, and in the last year of steam operation 
4433 passengers were carried. In 
equipped electrically, and during the past fiscal year the 
total number of through passengers on the electric cars be- 
tween Meriden and Middletown was 330,250. 
are very significant of the possibilities of electric traction 
and the kind of work which is being done by the Connecti- 
cut Company in furnishing transportation to parts of the 


1908 the line was 


These figures 


- State and over routes which practically were without facili- 


ties of this kind before. 
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Traffic Improvements of the Connecticut 
Company 


An Account of the Consolidation of the Various Trolley Lines in Connecticut Which Resulted in the Organization of 
the Connecticut Company—An Analysis of the Financial and Operating Results Secured 


The Connecticut Company is one of the main operating 
constituent organizations of the New York, New Haven 
& Hartford Railroad Company’s system. It.is a combina- 
tion of local, suburban and interurban electric railway 
properties developed so as to supplement to the best advan- 
tage the through service afforded by the strong railroad 
corporation by which it is controlled. It is one of the most 
conspicuous examples inthe country of that form of control 
of electric properties. - 

This article is not cgncerned with the policy of expansion 
adopted by the controlling corporation in other directions, 
except that its action in respect to the electric railway lines 
in Connecticut may be taken as indicative of its general 


other line was bought until September, 1902, when the con- 
trol of the Worcester & Connecticut Eastern Railway Com- 
pany was acquired. 
POLICY OF ELECTRIC RAILWAY CONTROL 

As a matter of fact, it was not until the election of 
Charles S. Mellen as president of the New York, New 
Haven & Hartford road that a sharply defined policy on the 
subject of electric railway control was developed by this 
company. Up to that time there had been investments in 
the few localized properties mentioned, but no such wide- 
spread acquisition of properties as took place afterward. 
Mr. Mellen was elected president in the fall of 1903, and in 
the spring of the following year the company acquired the 


Connecticut Company—General View of Steel Bridge Over Naugatuck Railroad and Naugatuck River Near Thomaston 


broad purpose. Viewed from the standpoint of the present 
_ day, the policy of control of other avenues of transporta- 
tion appears to have been, in part at least, a matter of de- 
velopment. When the company first began to develop this 
policy, a few properties were bought in individual instances 
where acquisition seemed to be justified. The individual 
‘properties needed connections with other parts of the sys- 
‘tem, and this led to further purchases, with the final result 
that the present large property was formed. When the 
‘greater policy of expansion was adopted, however, the 
acquisition of properties proceeded steadily until the out- 
lines of the present comprehensive system had been com- 
pleted. . t 

The first electric railway acquired by the New York, New 
Haven & Hartford Railroad was the Stamford: Street Rail- 
road, which was bought in June, 1895. About the same time 
the Nantasket Beach Railroad, with 7 miles of track, was 
electrified. In October of that year the company bought 


control of the Meriden Electric Railroad Company. These 
were small properties and of very little importance com- — 


pared with the operations of the system as a whole. No 


capital stock of the Fair Haven & Westville Railroad Com- 
pany, which controlled the city street railway system in and 
about New Haven, Conn. Steps looking to the corporate 
unification of the few street railway properties controlled 
by the corporation were taken shortly afterward, and in 
his annual report for the fiscal year ended June 30, 1904, 
Mr. Mellen stated that all of the interests acquired by the 
company in street railways had been transferred to the 
Consolidated Railway Company, whose capital stock was 
owned by the New York, New Haven & Hartford Railroad 
Company. He added: 

“So far as the operation of the properties since their 
acquisition discloses anything, the investment appears to 
be a wise one from a financial standpoint and it protects and 
supplements the system of roads operated by your company 


_in a way that must be of great value in'the future.” 


The incorporation of the Consolidated Railway Company 
was evidently arranged in anticipation of continued: ex- 


‘pansion. 


The Fair Haven & Westville Railroad ae as stated, 
was acquired in April, 1904. From July to September, 
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1904, the company bought the group of properties in and 
about New London and Norwich, consisting of the Norwich 
Street Railway, the Montville Street Railway and the New 
London Street Railway. Toward the end of the same year 
the control of the Middletown Street Railway was bought. 
These properties were acquired directly by the newly 
formed Consolidated Railway Company. In January, 1905, 
the control of the Greenwich Tramway Company was ac- 
quired, and about the same time the control of the New 
York & Stamford road was purchased. Between April an 


July, 1905, the company purchased the control of the Hart-: 


ford Street Railway, the Suffield Street Railway and the 
Branford Light & Water Company. 
_ The increasing scope of the operations of the Consolidated 
Railway Company is shown by the fact that in the year 
ended June 30, 1905, its gross earnings were $4,567,979. 
Mr. Mellen said in his annual report for that year: 
“Considering that the year was the one wherein the sys- 
tem of roads was acquired and merged, and that the advan- 
tages of concentrated control and the economies resulting 


were not available, there is every reason for satisfaction at’ 


the showing and confidence of improvement in the future.” 
- In October, 1905, the control of the Willimantic Traction 
Company was bought. In January, 1906, the Hartford, 
Manchester & Rockville Street Railway and the Stafford 
Springs Street Railway were acquired. In June of the same 
year the Torrington & Winchester Street Railway Company 
was secured: The purchase of the stock of the Meriden, 
Southern & Compounce Tramway Company took place in 
December, 1906, while the control of the Waterbury & 
Pomperague Valley Street Railway, which was then under 
“construction, was acquired in April, 1907. 

During the same period the company was acquiring con- 
trol of electric railways in other parts of New England 
reached by its lines. The principal system acquired about 
this time was that of the Connecticut Railway & Lighting 
Company, the property of which was leased by the Consoli- 
dated Railway Company, on Dec. 19, 1906, for.a period of 
999 years from Aug. 1, 1906. At the time of acquisition 
this property consisted of 193 miles of urban and,suburban 
electric railway lines, together with various electric light- 
ing and gas plants located at different points in the State of 
Connecticut. In speaking of the acquisition of the proper- 


ties of this company and several other properties of the 
same class, Mr. Mellen said in the annual report for the 
year ended June 30, 1907: | 

“It is believed these properties in themselves will eventu- 
ally become a source of profit, though a deficit in the re- 


Connecticut Company—Type of Old Car Retired from 
Service 


turns from their operation was estimated to result for a 
short time immediately following their acquisition. 
control was important to the protection and growth of other 
properties in which your company was largely interested, 
and the increased value of these properties should more 
than offset any direct loss occurring.’ 

It nee be assumed that the general purpose in the ee 
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ginning was the acquisition of lines that were either com- 
petitors of the steam road or had potential possibilities of 
competition in the future. In this case, however, as in the 
other notable instances of the acquisition of electric rail- 
way mileage by stronger steam railroad corporations which 
felt that the newer lines were encroaching upon their ter- 
ritory, the point of view changed when the purchase was 


Connecticut Company—Rock Cut Near Beacon Falls 


perfected. Where it had been believed before the purchase 
took place that the logical place of the electric lines in the 
transportation activities of the localities would be to sup- 
plement the activities of the steam railroad lines, it was 
found that the best ends of the unified property and of the 
public as a whole were frequently served by complete sub- 
ordination of the steam railway lines in certain localities , 
to the electric railway lines. It was found in other Jocali- 
ties that transportation facilities were better if the electric 
railway lines were subordinated to steam railway facilities. 
In still other places it was found that steam railroad mile- 
age could be made to serve the best ends if it was electri- 
fied and used by the electric lines for the same character 
of service that they were giving in other places. In other 
words, experience showed that an actual merger permitted 
a form of development whose possibilities had not been 
fully appreciated in the beginning, and this was carried out 
without the duplication of facilities that would have existed 
if the properties had been developed along like lines under 
separate instead of combined ownership. 
POLICY ACTUATING PURCHASE OF PROPERTIES 

Writing in regard to the policy of the company as it 
existed on Jan. 4, 1908, Mr. Mellen said: 

“With regard to the trolley lines that have been acquired 
since I came to this property, that is, since Nov. 1, 1903, let 
me say: They were acquired under a general plan which 
was adopted by our board of directors, that the trolleys 
were desirable as feeders to the steam lines, that they col- 
lected traffic through their frequent service and brought 
the same to points from which the steam service could be 
used, and thus developed adjoining territory and made the 
steam railroad of itself more prosperous. Likewise they 
distribute the traffic brought to various points of connection 
by the steam railroad lines. 

“They were being developed in a desultory sort of way 
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and not upon lines calculated to promote the best results, 
and, after long consideration, it was thought desirable they 
should be developed more vigorously and with a view to 
supplementing existing steam transportation lines. 

“It is further my own opinion, and in that I may say I 
am supported by my associates in the board of directors, 
that the ultimate system of suburban development is by the 
trolley, and the interchange between cities in close proxim- 
ity will be best promoted by the service upon the street rail- 
way lines in the various cities, thence by high-speed trans- 
portation through use of the steam railroad tracks between 
cities, and we have been hoping, and still believe, there will 
ultimately be such a use of the steam railroad tracks, where- 
on electric lines may be run on frequent headway—that is, 
at five, ten, fifteen or twenty-minute intervals, as the amount 
of traffic will justify—and thus there be established that 
ideal intercommunication between congested localities 
which is most desirable for their development. 

“Particularly, I would call attention to the situation in 
the Berkshires; that is, in western Massachusetts. There 
is a locality greatly endowed by nature that has lain fallow 
and dormant for a century. A few spots are highly devel- 
oped, but the outlying districts, through lack of transporta- 
tion, are probably as little developed to-day as was the case 
fully a hundred years ago; indeed, I am inclined to think 
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“It is absolutely necessary if the Berkshire country is to 
be developed, as would seem to be most desirable in the 
interest of every one, that it be by some company having | 


- the money and disposition to lose the direct return for the 


benefit of the indirect one, and I believe no other com- 
pany is so situated that it can afford to do what our com- 
pany would like to. 

“IT think an examination will result in the conclusion be- 
ing formed that no part of the trolley lines of New England 
has been more highly developed or better kept as an efficient 
agency of transportation than have those that have been 
acquired by the New York, New Haven & Hartford Rail- 
road Company. Not only has the physical condition been 
greatly improved, but the equipment and the service gen- 
erally have been improved as well, and this has been done 
in most instances to the detriment of the immediate net 
return; in other words, the properties have been handled 
with a view to the ultimate return, rather than a present 
one, and they have been built up, generally speaking, in all 
respects as a result of their acquisition by our company, and 
for that reason have not been showing in net results the 
return they will in a short time. 

“Indeed, had it not been for the necessity the company 
was under, after having acquired many of the properties, 
of practically rebuilding them, and including largely the 
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that in many localities, judging by the remains of industries 
that were formerly prosperous but are now. abandoned, the 
situation may have been more highly developed industrially 
a hundred years ago than at the present time. 

“It was the intention of our company in acquiring the 
Berkshire Street Railway, had we not been interfered with 
by the opposition of the Commonwealth of Massachusetts, 
to extend branch lines into the various outlying country dis- 
tricts, where the natural advantages would attract people 
in the selection of summer homes, and thus have greatly 
assisted in the development of that territory, which prob- 
ably is as accessible as any other district for this purpose 
and has greater natural advantages than any other terri- 
tory accessible to the great metropolitan district of New 
York. 

“In the policy to which I have alluded we were not work- 
ing without thought of gain, although we were well aware 
that the electric lines of themselves could never probably 
be profitable investments, but, owning and operating as we 
do a line by steam from the same district to New York City, 
we believed the development of the territory in question 
would greatly increase the value of the business done upon 
the steam line, and thus indirectly would recover more 
than the direct loss through the non-paying electric lines. 


expense of such rebuilding in the cost of operation, the 
properties of themselves would have returned to the treas- 
ury of our company in excess of the interest upon their cost. | 
This is particularly true of one large property acquired in 
Connecticut, and it will be several years before the expendi- 
tures necessary for the rehabilitation of the same will be 
at an end and the cost of that rehabilitation will be included 
in the operation and maintenance expense of the properties 
so long as the net income of the New York, New Haven & 
Hartford Railroad will permit. 

“Much of the expense that has heretofore gone into the 
maintenance of the trolley properties could have justly been 
capitalized, and, as a result, a much more favorable showing 
been made in the net earnings of the New York, New 
Bae & Hartford Railroad Company.” 

DEVELOPMENT OF SERVICE 

Ae indicated in the foregoing, many of the properties 
acquired were in poor physical condition and required radi- 
cal reconstruction and development. This was under way 
for a period of several years and its completion placed the 
properties in position to take proper care of existing traffic 
and to aid in greater developments in the future. In sev- 
eral articles the ELEctrIc RAILWAY JouRNAL has described 
the physical improvements made in various parts of the 
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property since the acquisition and consolidation into an 
operating whole took place, and some of these improvements 
are shown in accompanying photographs, 

In most instances such development of the individual 


properties as had taken place was local in character and- 


was not so directed as to fit the lines in the best way to 
transport passengers through from one community to an- 
other, and to promote unified long-distance operation so far 
as that was practicable in view of the traffic and the terri- 
tory. The work of the new owners of the properties, there- 
fore, comprised not only the physical reconstruction which 
it was evident was necessary but also the study of route 
and traffic needs in order that development might progress 
along the lines best calculated to serve the public in the 
future. The accompanying map illustrates the scope of the 
lines of the Connecticut Company and indicates in some 
measure what has been accomplished in the way of develop- 
ment of improved traffic facilities. Prior to the acquisition 
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steam railroad mileage for operation by trolley. A number 
of lines have been improved in this way. 

One of the old lines of the New York, New Haven & 
Hartford Railroad, which was formerly operated by steam 
but has since been electrified and is now operated by trol- 
ley, is the one between Meriden and Middletown, which was 
electrified during 1908. This affords a remarkable illustra- 
tion of successful adaptation of old steam mileage to mod- 
ern electric railway operation. In the last year of opera- 
tion of this line by steam two trains were run daily in each 
direction on week days without any service on Sunday, and 
the total number of passengers carried during the twelve 
months was 4433. In the last fiscal year the Connecticut 
Company operated twenty-three trips in each direction on 
week days and twenty-one trips in each direction on Sun- 
days, carrying a total of 330,250 passengers. 

Connecticut is a state of small area and the distances 
between its cities and other communities are relatively short. 
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of properties generally by the parent company, very few of 
the independent lines located in the central part of Connec- 
ticut had any physical connections. Where such a connec- 
tion existed, as for instance in the case of the New Haven 
and the Waterbury lines, double-track facilities were lack- 
ing, and as a result inferior service was given. Double 
track has been added at numerous points on the system in 
order to facilitate the movement of traffic. Among the 
notable instances of this character are those on one of the 
lines between New Haven and Waterbury, at Greenwich, 
Bridgeport, New London and Norwich, the lines in the 
vicinity of Hartford and New Britain, and the lines in the 
vicinity of Waterbury. A number of extensions built to 
connect existing lines have permitted great improvements 
in the electric railway service between communities that 
were not connected before. 

One of the most interesting developments of the situ- 
ation from an economic standpoint is the electrification of 


There are no high-speed interurban lines operated on the 
methods followed by those properties in the Central West, 
and up to this time the traffic prospects have not appeared 
to warrant developments of this nature, although some of 
the lines are termed interurban and are more nearly of that 
type of property than suburban. These might properly be 
termed “inter-city” lines. Much of the track outside of the 
cities and incorporated. communities is located on public 
highways. 

Much the heaviest part of the passenger business of the 
company is furnished by the city lines.. In a typical month, 
October, 1912, the city and town lines carried 11,001,251 
passengers, as compared with 4,583,138 passengers on the 
interurban lines. The city lines of heaviest traffic, in their 
order, are New Haven, Hartford and Bridgeport. The 
heaviest interurban traffic in the typical month selected was 
on the line from New Haven to Waterbury via Derby, which 
passes through a region of beautiful scenery. During the 


256 


month named the traffic in the three cities of New Haven, 
Hartford and Bridgeport amounted to 70 per cent of the 
passengers carried in all the cities and towns served by 
the company and to 49 per cent of the total traffic of the 
company on all lines. The widespread territorial distribu- 


tion of traffic is shown by the statement in Table I. 
Some of the traffic which is given separately for towns in 
the list of cities and towns is really tributary traffic to or 


Connecticut Company—Typical Track and Overhead Line 
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from one of the larger cities. For instance, Branford is 
a smali community located 9 miles from New Haven, and 
it is probable that nearly the entire number of passengers 
reported for this village were those who were bound either 
to or from New Haven. The same statement applies to 
Wallingford. It is rather difficult to separate the traffic at 
all points. Some of the passengers reported at New London 
and Norwich may be through passengers from one of those 
cities to the other, although a separate report is shown for 
the line between New London and Willimantic, whici 


Connecticut Company—Bridge Over Naugatuck Railway 
and Naugatuck River 


passes through Norwich. Passengers in Portland and Mid- 
dletown are reported separately, although the transportation 
reported for Portland arises entirely from the service be- 
tween Portland and Middletown, as the two communities are 
practically one, Portland being the portion of Middletown 
which is situated east of the Connecticut River. Separate 
figures are given for Windsor and Rainbow and Manchester, 
although in all these cases the traffic is composed very 
largely of through riding to Hartford, as these villages are 
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entirely tributary to that city. The riding reported ia 
Watertown is practically altogether through riding to 
Waterbury. Nearly all of the passengers reported for Tor- 
rington and Winsted were through passengers. 

There was marked diversity in the density of traffic on 
the interurban lines. It will be noted from the list of inter- 
urban lines that two lines are operated between New Haven 
and Waterbury, with a material difference in the density of 
traffic. The first line, that which is operated by way 
of Derby, runs through the densely populated territory of 
the Naugatuck Valley and carries very few through pas- 
sengers. The running time between New Haven and 
Waterbury on this line is two hours and fifteen minutes, 
whereas the second line shown in the list, that which runs 


Tapie I—DistTrIBUTION OF TRAFFIC PASSENGERS CARRIED DuRING A TYPICAL 
MontH (Ocrtoper, 1912) , 
Number of Number of 


On Interurban or Inter-City Lines: Fare Zones Passengers. 


New Havent to Waterbury via Derby................ 690,675 
New Haven to Waterbury via Cheshire.. ofats Sree we 422,199 
New Haven to Bridgeport via Milford.... 5 343,581 
Meriden to New Britain via Lazy Lane........ A hanes) 319,149 
Milldale to ‘Cheshire, 0023 e<icanentece arreteiy mares bela tones 1 32,843 
New London. to Willimartiive 4... ae ee esis eel eee 8 474,552 
Central Village and West Thompson..............++-- 6 136,082 
Tafts and Central Villages... in. semis crtetsitin seraleaeis 6 113,764 
Willimantic and: South Coventiy a ser sree seers eae 2 34,013 
Daniélson. and> East, Killingly. cai eet orcaiae en ee ee 1 18,921 
Central Village and Moosup sta gemr ce ert los steals 1 20,743 
Middletewn and. Middleseld Sac enine os) teen eee eee 2 34,035 
Middletown and Merideti 2: ox 'tesceeic cierevotat eiarasaesior eater 3 84,242 
Middletown and. Hartfordis cere tacts ea een 331,409 
Hartford and’ Glastonbary.o. <1. 00% ceineisianie he Sesieeriere 3 172,615 
Hartford “and (Rockvillé;. .o.aqaesee dese eee eee 4 143,706 
Hartford: and Stafford. )\-:.. tense oe oii nstate rereneererene 10 71,260 
Hartford and New. (Britain eves so ae ces aici ate ener 2 243,433 
Hartford and Wmntomviilles 2: 2) ccsare caueeeies aplirale meee 4 155,172 
Hartford and Rockville (interurban)...........+.-.. 5 125,912 
Stamford to Norwalk (Newtown Avenue).......-.... 3 115,924 
Bridgeport to. INOrWaliicn sia ay ineia< piolate state netgear 5 191,403 
Bridgeport to Derby ‘via, Shelton. vee cc estate oe eee 4 125,037 
Waterbury ‘to: Woodbury. 2h). -.t< ieee eine aie OS 98,329 
Waterbury. to. Thomaston. 2% c0 cies sividiets eerste aie eel 3 84,139 
Total. inci o's cecciave eisratele ie reieleie als pcaalole ohare ale et ede eaten en eae a 4,583,138 
Number of 
In Cities and Towns: . Passengers 
New  Pavyets:. ss a% snere0:e purist ote etavayene 0 eildtb cn Pelee peepee eee roe a 3,523,852 
Branford: » 'e as ospactisie we ete: hos ane ote fel seen eee deteetnaiohs bere teneie states 227,982 
CTDY cs cre. e:u-svejacnpa aise enare oMavela Mate ehake Iatakarevs scUeene aeeneers einvata tas hat rials 117,124 
AMNSONIA chase eine dal ave: ice oan praia erate ete ovo s dake ne eee eee ae eave eee el 
Meriden, cies a/0:cre%se tia vip tu. tipi aie spies Vad Wiehe yo ete aE STane ever eeeeaia etcsta ke retes 


Wallingford 
New London 


Norwich nae 
Middletown 
Portland | 4:01.75-+0)0 XS eisiera «:etalanererate wiateieie adel Die teh Meerete ones chatie anaceetene 
Hartford), ic. c.0 2 aieleisieta c eessiiatg inet lel Saha Winyslaters von Mane: See tapiete re eee ete ct 
Windsor and Rainbow <j » cs carters Gereiereiae bee ae eae apa 163,683 
Manchestef, sc. 0). tes 4's pr aalete inves etter atv uate) areeesteceetateintera inte aie 322,888 
Stamford 6 diate gueie oe 608 -cpeleih Cal wo aera Me eaa arate area ele aan ee 290,861 
Norwalk “and” South | Norwalles in piasiene sve cients ertet ee aa 204,403 
Bridgeport’ ..2 rss si siw dubia e-em Fel acta ete bak Ueomene ae en eater ed 1,738,980 
Westport: (ste ie dae oe Cale aia apa amie tint ahe BRAkala aerate ieete rate ie avehe 36,314 
Waterbury® J eiieie co's ls ta ered eee ae te ole ae eter eee eee 681,991 
Weatertiownl ses. occ ate alate oust oc cksin ie teteaiaty clive fai eeaeecanec ate venaTS 144,106 
New  Britatia 50) steis.«! «ss uae a aiehtVaganntetotalet ret toy atch ake aie ee ate 139,226 
Lorringtosy, Qorsis isfajate: sherersiere oie eal ete cathe ete aa) arava eee 54,517 
Winsted o..:a.c esse yteiate aera Oe asioe ae ote ene eee eee 27,258 
Totaly | 275 Si% wciaiorwis Sear ceie erate haat aerate nena tet an Seve tae ae mre 11,001,251 


between the same points by way of Cheshire, makes the 
through trip in one. hour and thitty minutes. As the small 
village of Cheshire is the only community between the two 
terminals on the latter line and the running time between 
New Haven and Waterbury is so much shorter than on the 
Derby route, nearly all the riding is through riding. The 
traffic on the line between New Haven and Bridgeport, by 
way of Milford, is not through business, as this line serves 
the local communities located along the shore between the 
two terminal cities. The line between Meriden and New 
Britain. includes very little through business. This line 
passes through a territory of close population and many 
small villages, and its business is made up almost entirely 
of traffic between the villages rather than through riding 
from terminal to terminal. A number of small communi- 
ties are served by the lines between Central Village and 
West Thompson, so that in this case also a very small por- 
tion of the passengers were through passengers. Two lines — 
are shown between Hartford and Rockville, one of which 
is termed an interurban line. This line is made up of a 
combination of electrified steam road and street railway 
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service in the terminal cities. The interurban line carries 
almost entirely through passengers, as it makes better time 
than the other line, which carries largely local passengers 
from one small community to another. 

The line between Hartford and Rockville, which is called 
an interurban line, is a fair specimen of the type of inter- 
urban property which exists in Connecticut. Better speed 
is made on this line than on the great majority of the other 
lines, which are operated more nearly as suburban lines 
than as interurban lines, as those properties are known in 
the Central West. The line between New Haven and 
Waterbury, by way of Cheshire, is another example of the 
type of line on which the company makes better speed than 


Taste II—Cars Taken Our or SeErvicE aND CHARGED TO OPERATING 
EXxPENsEs SINCE ACQUISITION OF PROPERTIES 


SIO SCMECARS .ceinitel eri cig «a «st eck = (Sy owe and ine: (cars! solo. wa 4 
GIOSER CarSiiaier costs 0% cess0 woes +19 Wireckinge Cats tae cites! isieiyaons 5 
MMEIUICATS es ia fefeseibslere ss cress + e's *102 Wotle Cars tencxict deinen rere 6 
Combination: ‘carse.s oi .e.hs 72 Plat) carsete. oeinenl cteee 
MSEPHESE), CATSic e,syele neds) oe occas 2 DUMipaccacs astm crn erin ties 2 
BARA CALS Seg cides cialis nes 1 Sprinkler cars'cctc nels steeeiktors 1 
SING WAM LOWSaiceieta reset elves 21 —: 
BO AMUMCALS wraetaiie the comune rots 8 AE‘ fia lap pars se ee aReWT at chore os ene 338 
RCMOALS Pre omha. aiterete ne vty Actos 2 


*Single truck. Double truck. 


on the more highly localized suburban lines. Other lines 
of.a similar type are those between Hartford and New 
Britain, between Hartford and Middletown, between Mid- 
dletown and Meriden, and between Hartford and Stafford 
Springs. 

In addition to the improvements effected in routes of 
traffic, the company has made other changes looking to the 
betterment of service and the improvement of the financial 
position of the property. Since the New Haven road 
acquired control of the street railway lines, 338 cars have 
been retired from service. The value of these cars has been 
deducted from the value of the property through charges 
to operating expense accounts. The total net charge on 
this account, after deduction of the amount realized in scrap 
value, has been $475,000. The company followed the policy 
of charging against current operating revenues a sum suffi- 
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possible schedules have been arranged in these cases in or- 
der to allow an interval of three minutes between the ar- 
rival of the through road trains and the departure of the 
trolley cars. A number of typical examples in which 
changes of this nature have been made effective on the lines 
of the Connecticut Company are shown in the following: 

AT NEW LONDON 

Since Dec. 21, 1912, an extra car has been operated from 
Putnam to Danielson in order to accommodate passengers 
arriving on the New Haven road train due at Putnam at 
12:42 p.m. Since the same date a similar service has been 
operated to accommodate passengers arriving on the New 
Haven road train due at Putnam at 6:42 p.m., as cars on 
the regular schedule did not connect without a delay for 
either of these trains. 

Beginning Dec. 2, 1912; the car due to leave Norwich at 
5:17 a.m. was put ahead so as to leave Norwich at 5 a.m. 
in order to make connections with the New Haven road 
train at New London at 6:10 a.m. This train had previ- 
ously left New London at 6:25 a.m. and takes mail and 
passengers from the Norwich-New London cars. 

Since Feb. 23, 1913, the car due to leave Willimantic at 
10:25 p.m. for Norwich has been held five minutes, if neces- 
sary, on Sunday nights for the steam train due at Willi- 
mantic at 10:15 p.m. if the latter was late. 

AT STAMFORD 

On all lines except that to Shippan Point the schedule is 
of sufficient frequency to make reasonable connections with 
trains. The Shippan Point line is operated on a twenty- 
minute headway during a portion of the day and a forty- 
minute headway during the remainder, and the schedule has 
been rearranged to make connections with the trains. 

AT BRIDGEPORT 

One car that operates between the village of Westport 
and the Saugatuck railroad station, which is the railroad 
station serving Westport and vicinity, is operated entirely 
for the purpose:of serving patrons going to and from the 
railroad station, and makes connections with all trains. At 
Bridgeport there are two trains, one due at 12:30 a.m. and 
one at 12:45 a.m., east-bound and west-bound respectively. 
Up to about three years ago only two cars were connected 
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Year Ended June 30: 1907 1908 1909 1910 1911 1912 
Gross receipts......... COICO CHORIN $6.054,282.46 $6,548,492.01 $6,841,425.16 $7,235,728.78 $7,615,065.44 $8,030,620.94 
OMeTApIIS WEXPETISES: « sane 'ssio vcr scicese ods 4,094,321.65 4,213,928.77 3,968,258.64 4. 461,589.69 5,287,225.97 5,112,299.90 
Net revenue from operation............. 1,959,960.81 2.334,563.24 2,873.166.52 2,774,139.09 2,327 .839.47 2.918,321.04 
Capital’ Expenditures cei o..0 cs ass’ sieves 3,574,044.19 3,287 ,409.86 1,516,757.86 1,180,143.72 3,479,137.43 2,034,239.28 
Maintenance way and strvctures... ...... eer be pl 709,124.39 572,107.44 834,047.90 998,871.63 972,974.21 
Maintenance way and structures per car 

BATT L C= GCOTALG! ete iee fans si ctort tt tere eles 8: ous, cue.e' adie 0% 2.95 2.72 2.18 3.06 Brae 3.39 
Maintenance way and structures, per cent 

RGOSSMRECELPUSh A visaise sis tisis sel cee ee 12.08 10.83 8.36 11.53 13.20 12.13 
Maintenance equipment................. $489,440.37 $524,316.58 $450,555.63 $518,725.12 $877,589.75 $630,432.99 
Maintenance equipment per car mile— . 
me AB Rain. 0G ROCIO RDC On CS 1.97 2.01 1.72 1.90 3.09 2.20 

aintenance equipment, per cent gross 

Teceipts, 22.4. 6.) at Teor is Betreerchy hctelstes 8.08 8. .01 6.60 Dold, 11.60 7.85 
Total maintenance per car mile—cents... 4.92 4.73 3.90 4.96 6.61 5359 
Total maintenance, per cent gross receipts 20.16 18.84 14.96 18.70 24.80 19.98 


cient to retire two cars per month, and this was continued 
until all cars of the older types acquired in the purchase of 
the properties were retired. A list of the cars which were 
treated in this way is shown in Table II. 

One of the important respects in which service has been 
improved is through the adoption of néw schedules on the 
trolley lmes, in order that the convenience of patrons of 
the through line steam road trains might be met. Such 
changes have been made throughout the system of the Con- 
necticut Company wherever it seemed to be advantageous 
to introduce new schedules and also on the New York lines 
reaching the stations used by commuters. In the latter case, 
where schedules on the through line to Grand Central Ter- 
minal, New York City, are changed periodically, the street 
railway schedules are changed with the same frequency in 
order to afford as close connections as possible. So far as 


with these trains, but since that time cars have been run 
later to make connections with these trains, so that now 
practically all city lines are served. 

AT NEW BRITAIN 

Beginning Jan. 16, 1911, crews were instructed to wait 
five minutes past the half hour at Plainville to accommodate 
passengers coming from the east on “dinkey” trains and 
destined for points south. 

Effective Feb. 25, 1911, the service out of West Main 
Street as far as Garden Street, New Britain, was extended 
fifteen minutes for the accommodation of people who might 
arrive from New York on the train due at I1:15 p.m. 

Effective Oct. 30, 1912, the car scheduled to leave Berlin 
Street at 11:35 p.m., due at the Berlin station at 11:45 p.m., 
is held eight chamites on Sundays if the New York train 
is late. 
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Effective Dec. 16, 1912, the car north-bound due to leave 
the Berlin station at 6:10 a.m. is held three minutes to make 
connections with the New Haven road electric train from 
Middletown. 

Since Feb. 15, 1913, the car scheduled to leave Berlin 
Street at 7 a.m. and arrive at the Berlin station at 7:10 
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1907 1908 1909 1910 1911 1912 
Gross earnings per mile 
Oly Cracks teeiatveresteies $9,716 $9,028 $9,011 $9,703 $10,015 $10,467 
Operating expenses per 
mule Of track.) %255 6 - 6,570 5,809 5,240 5,983 6,934 6,663 
Passengers per car mile 4.78 4.92 5.07 5.19 5.19) 5.36 


arrives at the Berlin station at 7:08 to make connections 
with the train bound to New York leaving Berlin at 7:11. 
RESULTS OF OPERATION 

Table III shows various results of the operations of the 
company from 1907 to the last fiscal year ended June 30, 
1912. It will be noted that gross earnings increased from 
$6,054,282 in 1907 to $8,030,621 in 1912. This is equal to 
32.6 per cent. The operating expenses rose from $4,094,322 
in 1907 to $5,112,300 in 1912, or an increase of 24.9 per 
cent. Net operating revenue was $1,959,961 in 1907 and 
$2,918,321 in 1912, or a gain of 48.9 per cent. The operat- 
ing ratio excluding taxes was 67.6 per cent in 1907 and 
63.7 per cent in 1912. During the first year reported, that 
ended June 30, 1907, the company made capital expendi- 
tures to the amount of $3,574,044. In the following year 
the total was almost as large. In the 1909 and 1g1o fiscal 
years much less was spent, but in the year ended June 30, 
IgII, the total spent was almost $3,500,000. For the entire 
period of six years for which the figures are given the 
aggregate capital expenditures have reached a total of over 
$15,000,000. 

Expenditures for maintenance charged to operating ex- 
penses have also been liberal during this period, and in 
fact larger than is the practice with most electric railways, 
so that the physical condition of the entire system has been 
improved materially. During the period of six years the 
aggregate expenditures for maintenance of equipment and 
of way and structures have increased from 14.96 per cent 
to 24.8 per cent of the gross receipts. The average per year 
was 19.68 per cent. The average yearly expenditure on 
maintenance of way and structures during this period was 
11.35 per cent of the gross receipts. The average yearly 
expenditure on maintenance of equipment during this period 
was 8.22 per cent. Table III also shows the maintenance 
expenditures per car-mile. These extended from 3.9 cents 
in the 1909 fiscal year to 6.61 cents in the 1911 fiscal year. 
The average per year for the entire period of six years was 
5.12 cents. The average annual expenditure per car-mile 
for maintenance of way and structures during this period 
was 2.97 cents. The average annual expenditure per car- 


TABLE V—CHANGES BY YEARS 


-—Percentage Increase Over 1907—, 


, 1907 1908 1909 1910 1911 1912 
(Gross\receipts. .\.de ac $6,054,282.46 8.2 131 19.6 O5r2 32.6 
Operating expenses. .$4,094,321.65 2.8 LYIo 9.0 28.0 24.9 
Maintenance of way.. $731,713.31 caps et EO et 14.1 36.2 33.0 
Maintenance equip’t.. $489,440.37 7.8 *79) 6.1 80.2 28.8 
Operation of cars....$1,604,800.61 255 1.2 8.2 14.9 17.0 
POWED aries else ccna $685,801.83 14.3 9.8 14.2 48.1 36.0 
Cac imilesh sec sachs 24,780,159 5.8 2.9 9.9 12.4 17.7 
Kilowatt-hours ..... 68,559,635 Tate 20.0 24.4 38.0 48.3 


Percentage Increase 
————-Over Lee amis 3 
43. 


. 1908 
Net income....... $2,702,101.93 33.8 ff) NHS 


*Decrease. 


mile. for the maintenance of equipment during this period 
was 2.15 cents. 

The opening of new lines affected the showing of aver- 
age gross earnings per mile of track. Table IV shows these 
tesults from 1907 to 1912, together with the operating ex- 
penses per mile of track and the passengers carried per 
car-mile. It will be observed that the opening of new lines 
caused a decrease in gross earnings per mile of track in 
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1908 and 1909, but that in 1911 and 1912 there was a fair 
betterment as compared with the earlier years. The earn- 
ings per mile of track in 1912 showed an increase of 7.7 per 
cent over 1907. There was a steady improvement in the 
number of passengers carried per car-mile, although the 
total is still low. 

Table V, published herewith, shows the year by year 
changes in percentages of a number of the principal oper- 
ating results during the period of six years ending with 
1QI2. 

” Table VI shows the detail results for the fiscal year ended 
June 30, 1912. While, of course, the largest portion of the 
revenue was received from passenger business, the returns 
from other sources equaled 5.6 per cent of the entire gross 
returns. The revenue from freight amounted to 2.8 per 
cent of the gross revenue from all sources. During the year 


Taste VI—OpeEraTIONsS In YEAR ENDED JUNE 30, 1912 


Operating revenue: 
Freight reventte ..<.¢ sisal ola siey elalay aisieperereleierels $224,018.74 
Passenger TeVENnue. o< cei peepee ee eae 7,582,024.54 
All other revenue from transportation..... =) 122,907.26 
Revenue from operations other than trans- 
poration 101,670.40 


Total. operating TEVeENUe << cisiecle > 01s olapehelte) ete sen $8,030,620.94 


Operating expenses: 
Maintenance of way and structures......... $972,974.21 


Maintenance of equipment...............+. 630,432.99 
Operation of power plants...............-- 932,975.41 
Operation “OF “G8TSé.cier.cb > = eeceles) eareeeierer 1,877,614.42 
Gerieral expenses. 21: sla/e » «(c/o steiehersietts setemenraete 562,485.00 
Miscellaneous expenses. «000.0 os ssa emcee 135,817.87 


5,112,299.90 
$2,918,321.04 


bd eb <P Hine, eo coo yates ces aA 449,247.41 

$2,469,073.63 

Income from other SourceSsr.& «=. week vic else eheistee eeieneneteenere 62,541.28 

Total” income cos «eno oa! acccy o ec heater aera enn nen ee era $2,531,614.91 
Deductions from income: 

Interest, rentals, ‘Stew sists is discs wc ect e eee ene ene 1,012,539.29 


Net income? oi.ics cisco cts ieoeic co hee ee $1,519,075.62 
*The operating expenses and taxes were 69.25 per cent of the total 


operating revenue. 


the operating ratio was 63.7 per cent. Of this proportion 
19.9 per cent was devoted to maintenance of way and struc- 
tures and equipment. Operation of power plants took 11.6 
per cent of the gross; operation of cars cost 23.4 per cent. 
General expenses reached 7 per cent, while miscellaneous 
expenses amounted to 1.8 per cent. Taxes aggregated 5.6 
per cent of the total operating revenue. The net income 
after the payment of interest and rental was equal to 3.8 
per cent on the outstanding capital stock, all of which is 
owned by the New York, New Haven & Hartiord Railroad 
Company. It will be noted that this is a little under the 
4 per cent which it is calculated is required in order that 
the property shall properly pay for the carrying cost of the 
investment. If the property develops to a point where it 
earns more than this return it will yield a profit on the cost 
as compensation for the risk above the cost of carrying the 
investment. 
RESULTS ACCOMPLISHED 

Some of the results accomplished are indicated in ex- 
cerpts from a letter written by L. S. Storrs, vice-president 
of the New York, New Haven & Hartford Railroad, in 
charge of subsidiary lines. Mr. Storrs says: 

“The trolley holdings of the New Haven road can be 
divided into two classes, developing lines and those on which 
the development has been practically completed, with the 
exception of such minor extensions of trackage as may be 
required to take care of growing communities. 

“The developing lines are those of the New York & Stam- 
ford Railway, which are rapidly being double-tracked all 
the way from Stamford to New Rochelle in order better to 
serve this growing suburban territory and thus afford better 
facilities to the suburban residents and render New Haven 
territory more popular to this rapidly increasing class of 
New Yorkers. It is hardly to be expected that this prop- 
erty will earn any dividends on its stock for the next three 
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years owing to the extremely heavy charges against opera- 

_ tions necessitated by the reconstruction of existing irack- 
age incident to the double-tracking. Upon the completion 
of this work, with the rapidly increasing sectlement through- 
out the territory served, the returns to the stockholder (the 
New York, New Haven & Hartford Railroad Company) 
will be vastly greater than any trolley line of like mileage 
outside of the cities of New York, Boston and Chicago. 

“The situation in connection with the Westchester Street 
Railroad is very similar, the lines being through another 
part of the New York suburban zone, and one in which 
the development will doubtless be very rapid owing to the 
increase in transportation facilities provided by the comple- 
tion of the New York, Westchester & Boston Railway, 
which the Westchester Street Railroad serves as a distribut- 
ing agency at sits White Plains terminal. 

“The other developing property is the Berkshire Street 
Railway,.on which the earnings will hardly serve to do more 
than maintain the property and provide for the fixed 
charges. This property serves a territory immediately ad- 
jacemt to the various steam roads in the western part of 
Massachusetts, and extensions are now being constructed 
to provide transportation to a very large area that has been 
entirely shut off since the earliest days of railroad develop- 
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greater, for since the acquisition of these properties by the 
New Cavern there has been spent for maintenance of the 
properties and charged against current operations an annual 
average of 19.58 per cent of the gross receipts, and during 
the same period the amount so charged by the troiley com- 
panies in Massachusetts has been but 14.83 per cent, a 
figure which, if followed in Connecticut, would have re- 
sulted in a further divisible income in the five years 1907 
to 1911 of $1,630,000, or an annual average of about I per 
cent on the capital stock. 

“In addition to the above policy the property has been 
liberally enlarged in many ways, such as: 

“Double-tracking of lines in order to proyide facilities for 
improved service, 8 per cent additional mileage having been 
added in such construction. During this period 18 per cent 
additional mileage was constructed to reach territory there- 
tofore without trolley facilities, this at a time when one- 
fourth of the entire mileage was rebuilt. 

“At the time the lines in the large cities were acquired 
the cars owned had a seating capacity of 29,600. There 
have been purchased cars with seating capacity of 36,300. 
The service performed shows an increase of 20 per cent in 
car mileage. The increase during the same period in Mas- 


sachusetts was 5 per cent, as shown by the records in the 


Connecticut Company—Viaduct Over Central New England Railroad Tracks at Bloomfield, Conn. 


ment in the Commonwealth, but which prior to that time 
was one of the most prosperous portions of the country—an 
area through which it would be impossible to construct 
steam lines, but one that can be well served by the trolleys. 
The settlement and advance of such a large area is relied 
_ upon to bring to the New Haven’s lines proper a traffic that 
will compensate it for the loss on the investment neces- 
sary to develop same. This was thoroughly understood at 
the time of the enactment of legislation permitting the New 
Haven to acquire the property, and no criticism was made 
of the New Haven at that time. 

“The other properties, those in Connecticut and Rhode 
Island, are developed lines and are in a position to return 
to the New Haven a reasonable interest upon the invest- 
ment, 

“The properties now composing the Connecticut Com- 

“pany were purchased by the New Haven just at the time 
they were coming into the period of complete renewal, and, 
rather than spread this renewal over a great number of 
years, it was decided to make the most liberal appropriations 
for the work in order that the property might be in a 


superior physical condition and thus able to provide ade- 


quate service to the rapidly growing territory. 

“Had the policy of gradual rehabilitation been adopted as 
it was on other large properties in New England, the re- 
turns to the New Haven. would have been very much 


Railroad Commissioners’ office. A large amount has, of 
necessity, been spent for additional power and carhouses 
and shops. 

“The period of reconstruction has passed and the charges 
for such account can now be reduced to a normal amount, 
in addition to which full effect can be obtained from the 
normal increase in gross business, thus bringing the prop- 
erty to a point where a reasonable return may be main- 
tained on the investment, the return last year having been 
increased from 2% per cent to 334 per cent, with further 
increase probable for. this year, notwithstanding a very 
much increased charge for labor, the advances of this year 
having been settled upon for two years. As these proper- 
ties were purchased with funds provided by issuance of 
debentures bearing a low rate, a return of 4 per cent on 
the capital will render the properties self-sustaining as far 
as the New Haven is concerned; 4 per cent on the Connec- 
ticut property requiring but $1,600,000 and on the Rhode 
Island property less than $1,000,000, one: of the properties 
having already reached this rate of return, and the others 
being in a position to reach that return without question in 
one more year. 

“Specific reference has not been made to the Rhode Island 
situation further than the broad statement that within a 
year the property should be approximately on the basis of 
returning 4 per cent to the New Haven on its investment.” 
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The gross earnings of the Connecticut Company of 
$8,030,621 in the fiscal year 1912 are based on 767.25 miles 
of track. These results compare with estimated Connecti- 
cut intrastate earnings of the New York, New Haven & 
Hartford Railroad of $12,135,000, based on 865 miles of 
track. The results per mile of track averaged $10,467 for 
the electric line as compared with $14,029 for the steam 
road. During 1913 the lines of the New London division, 
covering a mileage of 105 miles, were leased for a long 
period to the Shore Line Electric Railway interests. 

In summing up, it may be stated that the properties now 
comprised in the Connecticut Company system have under- 
gone thorough physical rehabilitation. They have been 
developed along substantial lines and operation has been 
unified and put on a basis where the lines not only supple- 
ment each other but supplement and are supplemented by 
the through steam lines of the controlling company. They 
have been put on a basis where their credit is good, and 
their ability to finance needed improvements to meet the 
demands of traffic is unquestioned. They are operated as 
a cohesive whole, rather than as a collection of widely 
separated properties without sufficient common interest to 
justify the proper development of through routes or the 
creation of other physical conditions which promote traffic 
growth. 


NEW ELECTRIC FREIGHT STATION AT BOSTON 


The Bay State Street Railway Company has recently 
opened a station on the Boston waterfront for the exclusive 
handling of electric freight service in connection with the 
facilities for merchandise transportation operated by the 
company on the lines south and west of the*city. In the 
Dec. 21, 1912, issue of this paper an article was printed de- 
| scribing the beginnings of elettric express service at Bos- 
' ton, and the opening of the freight station in co-operation 
with the Harrison Avenue express terminal described in the 
' above issue represents anather forward step toward the 
development of a large and important service throughout 
‘ eastern New England. Both installations are somewhat 
' temporary in character in view of the necessity of econo- 


Copps Hill Freight Terminal—Exterior 


mizingon the initial outlay prior to the growth of a large 
service. fa 

The waterfront station is located on Copps Hill Wharf, 
about midway between the South Boston freight yards of 
the New York, New Haven & Hartford Railroad and the 
Charlestown freight yards of theBoston & Maine Rail- 
road, which insures the shortest average haul for teamsters 
and trucks delivering or receiving goods to or from the 
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steam railroads. The tracks of the Union Freight Rail- 
road Company, a steam transfer organization handling 
freight cars in the Boston wholesale and railroad terminal 
district, enter the new terminal and enable reshipments be- 
tween the steam and electric lines to be made with compara- 
tive ease. The station consists of a transfer shed one story 
in height, 80 ft. wide and 200 ft. long, with teaming plat- 
form, car platform and two electric railway tracks parallel- 
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Copps Hill Freight Terminal—Plan of Gounds 


ing the latter, about 45,000 sq. ft. of real estate including 
a partially paved yard, and an office building. The latter 
contains quarters for the general agent, clerks, caghier, 
solicitors and auditor, five solicitors being employed’’gt the 
station, ‘Fhe freight transfer house is of wooden censtruc- 
tion throughout and is provided with six shipping doors 
9.5 ft. high and from to ft. 9 in. to 15 ft. wide, It is 


planned to extend the service in the future“to points on. the 
coast of Maine with regular interchange at the Boston 
station. wae : 

The station has facilities for loading and unloading eleven 
teams at a time, and the tracks inside the building have a 
total capacity of four cars, the yard tracks holding five cars. 
The platform along the greater portion of the teaming yard 


Copps Hill Freight Terminal—Interior 


is 3 ft. 6 in. high, while on the track side it is 4 ft. above 
the pier, there being a slight ramp downward away from 
the. cars toward the teaming space. The freight station — 
proper is illuminated by a monitor 8 ft. wide and 7 ft. high 
and by about thirty-two 16-cp lamps supplied from the Edi- 
son service and carried on the under sides of the roof 
trusses. A set of Fairbanks scales with a capacity of II 
tons is located in the freight station. Hose connections and > 
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fire pails are provided, and the lamps are installed at an 
average height of 11 ft. above the floor. 
installed over the scales, and the available depth of water 
at the wharf is 18 ft. at low tide. From ten to fitteen truck- 
ers, loaders and helpers are required in the daily service 
of the station, the number of these depending upon the vol- 
ume of traffic handled. Perishable freight is kept either in 
the foreman’s office or in a car during cold weather. The 
cars used are similar to those described in connection with 
the Harrison Avenue station in the previous article. 
Through service is given several times daily between the 
Copps Hill Wharf station, Brockton and points south and 
over the Boston & Worcester Street Railway to Worcester. 
The Boston Elevated Railway Company furnishes a pilot 
motorman for all electric express and freight cars run upon 
its lines, the waterfront station being upon its system, as is 
the Harrison Avenue terminal. An extra car is kept con- 
stantly at the Copps Hill station for emergency service. 

The general express and freight agent of the company has 
issued to the shippers located on the system a circular let- 
ter upon which is printed the map of the Bay State lines 
and connections. The letter reads as follows: 

“Our new freight terminal located in the shipping cen- 
ter of Boston at Copps Hill Wharf, 529 Commercial Street, 
is now open. Cars leave this terminal daily at 8 a. m., II 
a.m.and 5 p. m., and give a fast, frequent and safe service 
between Boston and the above points on our lines. Our 
solicitors will gladly call and explain the service, if you 
will so notify by telephone Richmond 2477.” 

Plans are now being prepared by the management of the 
Bay State company for establishing a trolley freight and 
express service on the lines north of Boston, and franchises 
have been granted by fifty-three municipalities in the terri- 
tory of the old Boston & Northern Street Railway for 
this class of service. On the south side of the city, in the 
former Old Colony company’s territory, twenty-nine mu- 
nicipalities are receiving electric express service. .The 
company has twenty cars either ordered or engaged in the 
express business. The Boston & Worcester Street Railway 
is handling a co-operative service on a fast schedule and 
there will probably be a striking increase in this branch of 
electric transportation in eastern Massachusetts during the 
present year. 


NEW PLANS IN THE CLAIMS DEPARTMENT, BUFFALO 


The claims department of the International Railway 
Company, of Buffalo, N. Y., has had good success recently 
in collecting information regarding accidents. In the first 
place the claims agent has instituted a competition in the 
various carhouses, giving the percentage of the largest 
number of names of witnesses to accidents secured by 
the men assigned to each carhouse. By this means at least 
twice as many names are now received as formerly. Lists 
of the percentages of witnesses ‘secured by crews in the 
different carhouses are posted in a bulletin once each 
month. A second feature is the sending of a letter to every 
witness on a gréat many of the reports as soon as they are 
turned in to the claims department. To most of these let- 
ters answers are received from witnesses, and much ex- 
pense is saved by the reduction in the number of calls which 
otherwise would have to be made by the investigators. 
These returns are made by the witnesses on a printed form, 
and very interesting information is furnished. The letters 
keep the claim agent informed as to the actual facts and 
serve as a basis of further examination of claimants. The 
letters signed by actual witnesses have much weight with 
claimants, who very often are prompted by unscrupulous 
lawyers to make claims which they really consider unsea- 
sonable. When they know that the information possessed 
by the claims department comes from unbiased witnesses 
they are apt to take a reasonable view of the situation. 
The letters read as follows: 

“We are informed that you were a witness to an accident 
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supposed to have happened about We are making 
every effort to prevent the occurrence of accidents upon 
our lines, and in order to fix the responsibility, it is neces- 
sary that we be in possession of all the facts in each ‘case. 


- To this end we ask your co-operation by answering as fully 


as possible the questions on the other side of this sheet, as- 
suring you that your courtesy in the matter will be greatly 
appreciated. A return stamped envelope is inclosed.” 

The printed form on the back includes questions as to 
other witnesses of the accident, exact time and place of the 
accident, position of the witness and speed of car. A re- 
quest for a description of the accident as seen by the wit- 
ness and his opinion as to the cause is made in addition. 

There has been a large decrease of a certain class of 
accidents, which is to be credited to the near-side car. 
These cars, in fact, have eliminated entirely boarding and 
alighting accidents. On the Grant line, for a period Sf thir- 
teen months prior to Feb. 1, 1911, there were seventy-three ” 
such accidents, During ine thirteen months following that 
date there was one bevidedt The accidents have also been 
reduced by the exefcise of increased care throughout the 
system. 


PORTABLE SUBSTATION FOR THE NORTHERN OHIO” 
TRACTION & LIGHT COMPANY. . 


BY V, W. SHEAR, ELECTRICAL ENGINEER 

An all-steel portable substation recently placed in service 
by the Northern Ohio Traction & Light Company, operat-. 
ing out of Akron, Ohio, is chiefly interesting because of the 
large capacity per square foot of car floor space and be- 
cause it is an excellent example of the adaptability of mod- 
ern standard electrical apparatus to SOD GITOnS for which it 
was not primarily designed. 

The all-steel car itself, built by the McGuire-Cummings 
Company, is 36 ft. in length over all, 34 ft. over corner 
posts, 8 ft. 6 in. over side posts and 13 ft. 11%4 in, from top 
of running board to rail, giving a maximum inside height 
of 10 ft. 6%4 in. Limitations from track clearances and low 
bridges, on the one hand, and the transformer height of 9 
ft. 814 in., on the other hand, compelled the use’ of a narrow 
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Substation—Northern Ohio Traction & Light 
Company 


Portable 


car and small wheels. For hauling the car from the manu- 


-facturer’s plant to its destination over steam roads 33-in. 


wheels were used and also M. C. B. couplers, as required 
by railroad regulations. These parts were later replaced 
by 24-in. wheels and the Northern Ohio Company’s stand- 
ard draft gear. The trucks are of the diamond M. C. B. 
arch type, having 60,000-lb. capacity. Inasmuch as a 500- 
kw rotary converter is installed in this car, it will be seen 
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that a capacity of 1.73 kw per square foot of loading space 
is obtained. The average figure for portable substations of 
which descriptions have been published appears to be about 
1.3 kw per square foot, and for some the figure is as low 
as 0.85 kw per square foot. 

The entire equipment, with the exception of the lightning 
arresters and slate for switchboard panels, was one of two 
converters which had been purchased by the company and 
delivered for a stationary substation but had not been in- 
stalled on account of proposed changes in line locations. 
Very little work was required to select and arrange the 
necessary apparatus for satisfactory operation under quite 
different circumstances as to spacing and layout from those 
contemplated when the apparatus was purchased. It would 
indeed have been difficult to select apparatus, especially for 
a portable substation, at a material reduction from the 
actual total cost aside from a possible saving by use of an 
outdoor type of transformer. 

It will be noted from the layout of apparatus within the 
car that the transformer and rotary are on opposite sides 
of the car. This was necessary to make sufficient passage- 
way to enable the operator to get around them. The trans- 
former weighs approximately 14,700 lb., while the rotary 
weighs 18,000 lb. Therefore, by offsetting them toward 
opposite sides of the car, the required space was readily 
obtained and the unbalanced weight became negligible. The 
positive and equalizer switches on the rotary frame are on 
the same side as the passageway, so that no danger from 
contact is incurred. 
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Portable Substation—Plan 


The commutator end of the rotary is placed toward the 
switchboard as the commutator needs more attention than 
any other part of the machine. At the same time ample 
space is provided between rotary and switchboard so that 
there will be no danger from flash-overs. 

The high-tension line characteristics are 22,000 volts be- 
tween phases, three phases, sixty cycles, and a grounded 
neutral. Lightning protection is obtained by means of a 
Burke type combined lightning arrester and choke coil 
mounted on the roof at the end of the car. The mounting 
is so made that the arrester can be quickly dismantled and 
placed inside the car if low bridges are to be passed. The 
high-tension lines are further protected by a 5/16-in. 
double-galvanized steel cable strung over the transmission 
lines and grounded about every 500 ft. 

The recent development of a powerful type of high-volt- 
age circuit-breaker, safe to install without inclosing com- 
partments of brick or concrete, rendered easy the installa- 
tion of this very important part of the control equipment. 
It is a Westinghouse Type “E” breaker with remote me- 
chanical control, series tripped from the current transform- 
ers and rated at 35,000 volts and 300 amp. This circuit- 
breaker will be equipped with a no-voltage-release coil as an 
additional safeguard in case the high tension should go off 
and go on again before the d.c. circuit-breaker was tripped 
and the reverse-current relay should fail to act. 

The transformer is designed for a three-phase, 22,000- 
volt high-tension line with suitable starting taps for the 
rotary. All leads enter the side of the transformer, and the 
. usual wheels were removed to reduce the height as much as 

ssible. A trap door is provided in the car roof, and the 
iPAsformer is easily put in place or removed by use of the 
Pzieth the power house. 
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A separate reactamce is. provided and comtrolled by a 
double-throw three-pole switch so, that it can be cut in or 
out of the circuit as desired, in order to, obtain the required 
compounding in the rotary. The regulation required will 
depend upon the location of the substatiom. The trans- 
former contains, sufficient imherent reactance for most. 
conditions. 

The rotary comverter is rated at 500 kw at 600 volts d.c:. 
and is designed for six phases, sixty cycles, a.c. It operates, 
at goo r.p.m., is self-starting and is equipped with mechan~ 
ical oscillator and speed-limiting device. The probable locar 
tions include some considerable grades; therefore a level~ 
ing device consisting of a heavy plate with jack-screw andl 
holding-down bolt is placed under each corner of the rotany,, 
permitting a vertical adjustment of several inches on eaaln 
side of the machine. 

The small switchboard needs little comment. For sake 
of space economy it is furnished with the fewest instru- 
ments and simplest arrangement of connections possible 
with safe operation and consists of one a.c. and ome d.c. 
panel. The value of the reverse-current relay has been 
demonstrated in this station. The positive d.c. leads pass 
out through the rotary end- of car, while negative and 
equalizer leads rise directly through floor to switches on 
the rotary frame. 

Two lighting circuits are provided, one on the d.c. side 
for use when the a.c. power is cut off as in early hours of 
the morning, and the other on the a.c.. rotary cireuit. Heat- 
ing is furnished by a small stove or electric car heaters. On 
account of noise the telephone is installed on a support out- 
side of the station with a large gong inside. 

The cut shows the station located on a temporary siding, 
materially aiding the main line cars to maintain schedules 
while permanent substations are being completed. This sub-. 
station will be available over approximately 80 miles of 
interurban lines .as well as in several towns. and cities, in- 
cluding Akron. 

Some practical points may be nated which, if they are 
observed when a steel portable substation is being planned, 
will prove of value. If exact measurements of all holes 
and openings through the steel walls and floors are given 
to the car builder, the cutting, which is hard to do with hand 
tools, will be done without additional expense, and this will 
save costly and exasperating delays and changes. Openings 
through steel for cables, operating rods, etc., should be 
amply large to allow for the use of larger cable than is con- 
templated if necessary to save time, etc. It is not easy 
securely and safely to mount heavy porcelain bushings in a 
thin steel wall unless the most suitable type of bushing and 
support have been selected. Specifications cannot be too 
carefully drawn covering any items coneerning which there 
may be ambiguity, such as whether the purchaser or manu- 
facturer will furnish the conduit under the car, pay the 
freight, furnish the supporting framework for various 
pieces of apparatus, etc. Foresight in these matters is 
useful not so much on account of the money involved as 
to prevent delays due to oversight in the preparation of the 
necessary parts. 


The new Loetschberg tunnel route through the Alps, 
which was officially opened on June 20, has already begun 
to carry regular traffic. Three express trains are run from 
Nancy, in France, through Berne to Milan in eleven hours. 
New direct service, saving three hours, will also be estab- 
lished between London and Genoa by way of the follow- 
ing route: Through northern France vie Rheims, Nancy, 
Fpinal and Delle; through Switzerland via Biel, Berne, 
Thun, Spiez, Loetschberg tunnnel to Brique, Simplon tun- 
nel to Isella, Italy; then via Milan to Genoa. The Loetsch- 
berg tunnel is 9 miles long, the third longest in Europe. 
The electric locomotives used on the new route between 
Spiez and Domodossola, Italy, are overated at 15,000 volts 
single phase. >. 
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Track Rehabilitation on the International Street 
| - Railway 


Extensive Rehabilitation of the Street Railway ‘Track Has Been Under Way in the City of Buffalo, the Work Being Carried Out 
Under the Direction of the Department of Maintenance of Way and Line, Which Has Developed Special 
Plans for Handling Large Quantities of Supplies 


During the present year large expenditures are being made 
in Buffalo for track reconstruction under the direction 
of the department of maintenance of way and line. The 
track mileage totals 376, of which 124 miles are double 
track, the rest being in single track and in carhouses, 
sidings and cross-overs. Of this mileage at least one-ninth 
will be replaced during the current year. 


track: 7500 tons of rail, 130,580 ties with corresponding 
numbers of tie plates, 123,079 bbl. of cement, 19,265 cu. 
yd. of sand, 57,477 cu. yd. of gravel, 17,161 cu. yd. of 
14%-in. crushed stone, 1020 kegs of spikes, 61,529 tie rods, 
453,300 drive screws, 6797 joints, 140,555 4-in. farm tiles, 
145,555 ft. of 1-in. hemlock plank. 

The company has devised a number of efficient plans 


Buffalo Track—Derrick Car and Trailer for Handling 60-ft. Rails - 


The new track is constructed along the lines which have 
proved to be the best for local conditions and consists of 
124-lb., g-in. girder rails laid on 6-in. x 8-in. x 7-ft. long-leaf 
yellow pine untreated ties, spaced’2 ft. between centers. The 
ties are supported on a foundation of concrete 8 in. thick, 
consisting of one part cement, three parts sand and five 
parts coarse broken stone. Between the ties and sub-base 
is 2 in. of 1%4-in. crushed stone for tamping. A concrete 
paving base is laid on top of the crushed stone around the 
ties, and outside of the track this is brought up to a height 


for handling large quantities of supplies. Among these 
is the use of derrick cars of original design for handling 
rails, sand, etc. Two of these derrick cars, one double- 
truck and one single-truck, are now in use and a second 
double-truck car is under construction. The details’ of 
these cars are shown in the ‘illustrations accompanying 
this article. 

The car has a strong underframe floored with heavy 
planking and mounted upon standard trucks. At one end 
it carries a circular derrick track 7 ft. 7% in. in diameter 


Buffalo Track—View Showing Derrick Car with Boom Swung Into Position for Running 


to suit the style of paving, the asphalt commonly used re- 
quiring a space of 33% in. below the top of the rail, Contin- 
uous rail joints are being used, and the rails are held down 
with Fetter drive screw spikes. The rods are spaced every 
6 ft. Below the sub-base is an 8-in. x 8-in. trench con- 
taining a 4-in. tile laid in a hemlock trough and sur- 
rounded by 114-in. crushed stone. Over this in the con- 
crete a drainage hole is molded every Io ft. 

For this new construction the estimates called for the 
following supplies to complete about 50 miles of single 


of 80-lb. T-rail. The circular track is centered directly 
over one truck and it rests upon the side sill I-beams. 
An operating cab is placed on the ftat car at the end 
opposite from the derrick track, At each end of the car is 
a simple drawhead. 

On the circular track is mounted a derrick with an 8-ft. 
mast and a 32-ft. boom. The derrick consists of a steel 
underframe mounted upon four wheels which roll upon 
the circular track, a heavy cast-iron center bearing keeping 
the derrick centered on the track. The weight of the 
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boom and load: is counterbalanced by a weight made up of 
concrete and scrap iron mounted on the end of the plat- 
form. 

The derrick is rotated by means of a large spur gear 
mounted on the flat car, and this meshes with a motor-driven 
pinion on the under side of the derrick platform. A 15-hp 
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track repairs. The ladder truck, illustrated herewith, is 
somewhat different from those usually used in that it com- 
bines the folding ladder with a wagon body fully equipped 
with all necessary apparatus for replacing cars, repairing 


line, etc. 
In keeping up the track and line no special methods of 


4 Limit of Ry.Co. 
3 Paviug J 
> ‘ Ww »% s e 
B vo l. ae Iaa ees otis Dae ~—18-104 = . 13g ay, | 
I} = Ws PY TIT ae = } 
Asphalt S'S: Den : tare ll Ms ne < >< ~ == 4-824 = is ~ One Part Serta 

rhe Ks i see a : f i n Grade Grade | Mortar six Ports Sand | 
Fe 11, Ss. Co. Rail, yo4! 40% > Paving 14 below Lip of Rail ¢ Crown . a i 


Pavi ing 1g "above Lip of Rail 


t [ Medina [Sandstone Paving 


Snes. Es earth Steel _ 2x 


Medina| Sandstone} Paving 


Course:Sani 


q : 6x83 Long Leaf Yelo= 
90% Heart Tic, Untreated 2/0” Centers j 


CRIN 
a “NON & 


*C” Section A-A 
¢ 8 Bolt, 26 “Continuous Rail, Joints Flaced opposite. , 
U 14’ Round Holes in Rail, 11¢" ‘ Holes in Plates, Bolts i x 494 with Nut ere to aaa 
Two Y Compressed Bonds, % Terminals 


Que 10'and one 12 Long Bond Holes 13/5 Diam.\, 


3.x,3 Wcep Hole. 

114 Crushed Stone 
+—4'Farm Tile 

rs 


Section B-B 


2x95 x 5'1 Tie Rods 


* 
/-. Spaced 6')'Ceuters Paying to be tj below Head of Rail 


ng Tie Rod Bole 
Sede sepsis co poecees 
c ae ees p0-G- G ; oo routed if Obe Part Partie Hrent|| end|{Two } San 
Fetter Drive Screw Surew Spikes] Hod | theo ax 1% a eaigaaasy SER 2 ort S 
= F, 


Section C-C (Paving Removed) 


NTIS) SN 
Electric Ry Journal 


Section D-D 


Buffalo Track—Standard Construction for New Work 


motor, which is operated by a controller on the derrick plat- 
form, drives a standard two-drum hoist. 

In use the derrick car is coupled to a trailer by means 
of coupling bars long enough to enable the trailer to ac- 
commodate 60-ft. rails. The derrick will lift a load of 
6000 lb. and will swing it practically through a complete 
circle, 

In using the derrick car for. unloading rails from gon- 
dolas it is operated on a track parallel with the steam 
railroad track at one side of the storage yard. The rails 


inspection are employed. Upon completion of new work 


this is assumed to be good for five years without special - 


attention. However, the general foreman of repairs keeps 
watch over the track with the assistance of the division 
superintendent. The transportation department has reg- 
ular inspectors who report track conditions to the way 
department, and their reports receive prompt considera- 
tion. The regular switch men and curve greasers are also 
expected to report defects. 

The type of construction to be installed in Buffalo has 
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Buffalo Track—Emergency Line and Track Wagon 


are picked up from the gondolas and piled in the yard at 
a cost not exceeding Io cents per ton. Before the instal- 
lation of the derrick cars rails were unloaded ‘by hand at 
-a cost of more than $1.50 per ton. It has been found by the 
company that in practice four men are sufficient to operate 
a derrick car, 

The department uses several auto trucks for line and 


been tried out under severe conditions during the past 
three years and has proved entirely satisfactory. When 


this construction is completed it will put the Buffalo track 


in excellent condition for the nearly 300 new near-side 
cars which have been recently put into commission and 
are considerably larger and heavier than the cars which 
they replace. 
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Service Equipment and Operation in Chicago 


An Abstract of a Report Made by the Board of Supervising Engineers—New Cars, Schedule Provisions, Through Routes. 
Traffic Analysis, Running Speed, Elimination of Stops and Removal of Snow Are Considered 


In reply to an order passed by the City Council of Chi- 
cago requesting a report from the Board of Supervising 
Engineers, Chicago Traction, as to what has been done by 
the board toward carrying out the purport of a Council 
order passed March 11, 1912, respecting improvements in 
service, operation and equipment of the surface companies, 
the board made a detailed report on July 3. The report is 
signed by Bion J. Arnold as chairman, and says in part: 

“The physical properties of the companies are being con- 
tinually modernized and perfected, the systems extended 
and the methods of operation improved, and Chicago to-day 
enjoys a higher physical standard of its traction properties 
than other large cities in the country. In spite of this fact, 
the existing service and routing into the principal business 
district are admittedly deficient and rapidly becoming more 
so. This board is fully cognizant of these conditions and 
will assist so far as it can in applying reasonable remedies. 

“Notwithstanding this great improvement in the physical 
properties of the surface companies (made in compliance 
with the 1907 and subsequent ordinances), and the improve- 
ment in service necessarily resulting therefrom, interpre- 

tation of the figures presented shows that the city of Chi- 
cago now faces a problem in local transportation as serious 
as ever before in its history. With the surface railway 
traffic increasing at a rapid and growing rate, largely as a 
result of the recent rehabilitation, there are no adequate 
means available now for alleviating the increasing con- 
gestion and inadequate street capacity except through: 
(1) Complete unification of transportation lines, segre- 
gated as far as practicable into short-haul and long-haul 
traffic between surface and rapid transit systems respec- 
tively; (2) additional bridges and tunnels, and finally (3) 
the construction of downtown subways, terminal and stor- 
age facilities. The immediate relief to be found by com- 
prehensive through routing has already become quite appar- 
ent through discussion of these matters before the local 
transportation committee. 

“Incidentally, with reference to this question of storage, 
attention is directed to the fact that the demand for rapid 
. transit terminal facilities finds its most rational outlet under 
Grant Park, west of the Illinois Central Railroad right-of- 
way, and that this space should be reserved for such pur- 
poses. 

“While under the 1907 ordinances, this board has ample 
powers regarding engineering and construction matters, as 
well as the supervision of accounts, the ordinances not only 
do not give to this board the power of initiating service 
regulations, but, further, the board must await a request 
from the City Council regarding any specific operating con- 
dition before the board is authorized to: make recommenda- 
tions thereon, and even then it has no power of enforce- 
ment, nor has it, under the ordinances, any means of ascer- 
taining whether its recommendations have been carried out 
to the satisfaction of the City Council. 

“To remedy this condition and to facilitate prompt action, 
a permanent traffic force should be organized for the pur- 

‘pose of maintaining systematic records of changing condi- 
tions of travel throughout the city. 


“In order to facilitate as far. as possible co- sondinacian of 


the work of the transportation committee and this board, 
pending the establishment of an effective traffic force such 
as‘the Council may see fit to authorize, this board will un- 
dertake to make investigations and within thirty days from 
the date of its recommendations to notify the local trans- 
portation committee whether such recommendations have 


been carried out, so that the committee may be fully and 
promptly informed. 

“Much of the beneficial work eventually possible must 
necessarily be deferred until at least unified operation of 
the properties is put into effect, if not unified ownership. 
Until then the most efficient system of through-routing and 
the universal adoption of adequate standards of service 
already established by this board will be handicapped and 
difficult of execution without effective co-operation of other 
city departments in continuing the work of ‘clearing the 
transit thoroughfares of existing obstructions and provid- 
ing additional street facilities as rapidly as justified by the 
development of traffic. The work of the traffic police and 
especially the mounted police has proved of great value in 
relieving traffic congestion along the heavier lines, and this 
work should be extended into other parts of the city.” 

IMPROVEMENTS IN SERVICE 

The detailed report sent by the board mentions several 
improvements in service and adds concerning them: 

“With all of these improvements, it is apparent, from a 
review of all the records, that for some reason the recom- 


TasLe I—CoMPARATIVE OPERATING AND TRAFFIC RECORD 


; Chicago Chicago Both 
Fiscal Year Railways City Ry. Companies 
Per cent increase...... 1910 to 1911 *18.4 (8.2) 6.0 E322 
Total passenger  traf- ' 
fic, MayGaT LY wena’ LOL Eto LOWe 5.8 (6.5) 6.0 5.9 
Se Se 1910 to 1911. 11.7 3.4 8.3 
car mileage.....-.- | 1911 to 1912 3.5 Siz 4.2 
rot powngers {81 2a sz By 
per car mile.....+. 1912 10.28 9.58 10.01 
a : 7.91 79.4 
Total passengers J i911 Hee 84.97 a7 
per car Hoursastins 1912 92.40 86.30 89.9 
nvecige opeiing (181 a ae Ba 
speed m.p.h....5... 1912 8.98 9.00 8.99 
*Chicago-Consolidated Traction Company traffic absorbed Dec. 28, 1910, 


resulted in 10 per cent increase in Chicago Railways traffic. 
Total passengers includes transfers; car miles refers to revenue only. 


mendations of this board have not been productive of direct 
and adequate results in some cases. In April, 1913, the 
schedules of seventeen lines were thirteen cars short of the 
recommendations of I912 in spite of the rapid growth of 
trafic in the interim; and although at the present writing 
the schedules have been further increased, this apparent 
margin is quite insufficient to meet the growing traffic. 
TRAFFIC AND SERVICE RECORDS 

“Since 1gto, the total passenger traffic of the principal 
Chicago companies has actually increased 6 to 8 per cent 
per year. An additional to per cent increase in the Chicago 
Railways traffic resulted from the absorption of the Con- 
solidated Traction lines. At the same time, the relative 
car-loading factor has likewise steadily increased as shown 
in Table I by the ratios of passengers per car mile and per 
car hour, i.e., increase in passengers carried has been faster 
than the car miles operated. 

“But the most conclusive evidence is offered by the re- 
sults of traffic counts of passengers leaving the downtown 
district during the evening rush hour, shown in Table II. 


“The 1907 and I9!1 counts concern the ‘loop’ district traf- 


fic only, those of 1912 the mile zone only; hence these are 
not directly comparable. 

“These observations indicate that the rush-hour ‘loop’ 
travel outbound has increased from 61,000 to 67,000 pas- 
sengers (1907 to 1911) and for the mile zone has reached 
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as high as 83,000 passengers per hour (1912) for only 31 
out of 47 lines. The average load per car was sixty-two 
passengers (1911) for the ‘loop,’ and for the mile zone 
eighty-seven passengers (1912), this average load rising 
as high as ninety-eight passengers per car during the heav- 
iest ten-minute period (5:40 to 5:50 p. m.). Or, considered 
on a basis of relative loading as compared with seating 
capacity, the loading in the ‘loop’ district increased from 
1.4 to 1.6 passengers per seat (1907 to 1911), while for the 
mile zone the average (1912) reached 2.12 passengers per 
seat. 
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expected that even faster loading than at present will be 
possible, less than one second per passenger for ordinary 
groups up to ten or twelve passengers. The front exit step 
will be raised automatically by the closing of the door as 
the car starts, which will tend to reduce accidents. 

“This car is about 30 per cent lighter than the present 
standard cars of the largest type. It will seat forty-eight 
passengers in the car body with five additional seats on the 
front platform, and while having a maximum comfortable 
capacity of eighty- two passengers, it will be able to carry 
132 passengers in an emergency without intolerable over- 


Taste I]—ComparaTivE ReEcorpD OF EVENING 


cm Chicago Rys. Co. ——_, 
2 1 Mile (a) 
Loop District Outside 
July and July and  April,May, 
Aug., 1907 Aug., 1911 Sept., 1912 
Routes counted all all 31/47 only 
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Note—(a) Outer district bounded by Chicago-Halsted-Twelfth Streets; 
(b) Some trailers still in operation in 1907. 
(c) High seating capacity due to fifty-seat summer open cars. 
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———Chicage City Ry. Co—_, ——Both Compa as 
1 Mile (a) 1 Mile (a) 
Loop District Outside Loop District Outside 
1907 1911 1912 1907 1911 1912 
all all all all all 52/68 only 
341 (b) 384 368 831 (b) 1,079 961 
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1.467 1.54 1.86 1.417 1.59 2512 
68.1 65.1 53.8 70.6 62.8 47.2 


inner loop district by Kinzie-Clinton-Harrison Streets. 


(d) Sixteen routes of Chicago Railways Company not counted totaled 155 cars per hour, 5884 seats, as per schedule. 


“These results clearly indicate that there is no net im- 
provement in service standard, as measured by the ratio 
of seats to passengers carried, due to the fact that the in- 
crease of traffic has exceeded the capacity of the greatly 
improved facilities which have been provided under the 
1907 ordinance. Hence the present situation manifestly 
calls for immediate and comprehensive treatment along the 
broadest possible lines. 

“A tentative standard of service has been established in 
which the various board representatives have practically 
concurred for the purposes of a unified property. This 
standard provides for as many seats as passengers during 
any fifteen-minute period of the non-rush hours, and an 
average of not over seventy passengers per standard double 
truck car during any thirty-minute period of the rush hours. 
Under present conditions of independent operation and ex- 
isting street congestion, this standard cannot yet be univer- 
sally applied, especially in the ‘loop’ district, owing to the 
physical limitations of existing track capacity. In such 
cases, it is the practice of this board, in its recommenda- 
tions, to limit the individual car loads to the ‘Comfortable 
maximum’ of 80 passengers per car. 

CAR EQUIPMENT AND NEW CARS 

“At the present writing, the entire consignment of 215 
new standard cars for the Chicago Railways Company and 
125 near-side cars for the Chicago City Railway are in 
regular service. The Chicago City Railway will purchase 
fifty or more new cars during the present year, and con- 
tracts for 200 new cars for fall delivery have been placed 
by the Chicago Railways Company. 

“These Chicago Railways cars will embody some modi- 
fications over previous types. The car will be 48 ft. 5 in. 
in length over bumpers with platforms 8 ft. in length, giv- 
‘ing an unrestricted entrance passageway of about 40 in., 
thus insuring very rapid loading. 

“In the endeavor to secure a lower entrance and exit 
step, the diameters of the driving wheels are reduced to 
32 in. and the car floor is slightly inclined, resulting in step 
heights as follows: Ground to first step, approximately, 
12 in.; first step to platform step, 11 in.; platform step to 
car floor, 10 in. As wear takes place and the diameter of 
the wheels is reduced, the height of the first step will be 
lowered still further to a maximum of I in., making the 

“minimum possible height of the first step 11% in. and an 
average height of 12 in. With this improvement, it is 


crowding. Over two-thirds of the entire seating capacity 
is in cross seats. 

“Tield control motors will. be used. Thermostatic regu- 
lators for the automatic control of car heating will further 
economize the power requirements for heating which are 
very heavy during the winter months, averaging as much 
as 15 per cent of the actual net power requirements of the 
car for traction. With motor-driven ventilating fans, this 
equipment is expected to meet the ordinance requirement 
regarding ventilation. 

SCHEDULED EQUIPMENT 

“Except for temporary fluctuation in schedules necessary 
to meet variable traffic conditions from month to month, 
the basic schedules operated by the two principal companies 
have called for a continual increase in equipment. On 
Feb. 27, 1913, the net reserve equipment available for 
winter operation by all companies, exclusive of all extra 
cars in shops for repairs, was as shown in Table III. 

“The companies usually prefer to order a large number 
of cars at a time in order to reduce the price per car. But 
if the reserve equipment on hand at the time of placing the 
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order is too low, this method leaves a long period unpro- 
vided for, during which time the reserve cars are absorbed 
by the growth of traffic and a car shortage then occurs 
before delivery of the new cars begins. On this plan of 
ordering cars, a greater reserve is necessary to meet in- 
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creasing schedules than if cars are added month by month. 
Generally speaking, for surface railways, a total reserve 
of from 7 to Io per cent should be provided according to 
frequency of additions. And with carhouses as well dis- 
tributed as in Chicago from 3 to 5 per cent will be required 
as net reserve only, i.e., exclusive of all equipment under- 
going repair, painting or other overhauling in the car shops. 
While the present net reserve in single-truck equipment is 
ample, that of the double-truck equipment will be somewhat 
improved by the additional equipment now on order. 
ADDITIONAL EQUIPMENT 

“The car requirements of both present and future have 
already been determined by this board in connection with 
the re-organization merger plan for surface lines. In this 
analysis, the actual car shortage of the operating schedules 
of 1912 was determined from traffic counts on most of the 
heavier lines. Assuming this shortage to have been made 
up at that time, the future equipment requirements were 
then proportioned to the estimated growth in passenger 
traffic. 

“Three service standards are considered in this estimate: 
First, a maximum of seventy passengers per forty-seat car 
during any thirty-minute rush-hour period; second, a maxi- 
mum of eighty passengers per car under the same condi- 
tions; third, a maximum of eighty passengers per car for 

’ the maximum thirty minutes and seventy for the remaining 
thirty minutes of the rush-hour periods. 

“The first-named standard was recommended on the 
above date by the majority of the board under the assump- 
tion of complete through-routing and zone operation in 
the outlying residence territory contingent upon unified 
management of the properties. The second represents a 
so-called maximum comfortable loading, which ought not 
to be exceeded at the present time even in the absence of 
unified management. The third represents a compromise 
standard, the necessary equipment which ought to be pro- 
vided in the near future. 
actual requirements for the next five years will increase, 
in round numbers, from 140 to 160 cars per year not in- 
cluding this reserve nor the shortage of about 200 cars 
in 1912 which has not yet been made up. 

“It is unquestionable that with complete unification and 
re-routing of the system so much more effective use of 
cars would be possible as to provide a large increase in 
actual service rendered for the same amount of equipment 
operated, as compared with the present time, i.e., that, rela- 
tively speaking, a large saving in cars for the same service 
would result together with correspondingly decreased street 
congestion, 

“Now that the unification of the properties has tempo- 
rarily been deferred, considerable new equipment is re- 
quired to absorb the present shortage and to meet the needs 
of the immediate future. For this purpose, the compromise 
service standard (eighty passengers, maximum thirty-min- 
ute period) represents the minimum that should now be 
considered. The new cars on order by the Chicago Rail- 
ways Company and to be ordered by the Chicago City Rail- 
way will only suffice to absorb the shortage of 1912 and the 
growth up to the present time (although complete deliv- 
eries can hardly be expected until the close of the present 
year) and not to meet the growth of traffic as herein esti- 
mated. r 

THROUGH ROUTES 

“All of the through routes designated in the revision 
ordinance of July 15, 1912, are being operated strictly in 
accordance therewith with the exception of five (1. 3. 6, 9, 
23) which are also in operation but are permitted alter- 
native routing or temporary terminals to be later extended 
further. into outlying territory. Obviously the fullest use 
of the advantages of the through-routing plan cannot be 
realized until unified operation-of the properties is brought 
about; for there are practical difficulties in the establish- 
ment of complete through-route service under divisional 
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operation that the companies do not seem as yet able to 
remove, 

“The results generally indicate that through routes are 
extremely sensitive to changes in location but when prop- 
erly routed respond quickly to the increase in service and 
that, with a headway longer than ten or fifteen minutes, 
the route is practically killed for through-route purposes, 
especially when operating on streets giving quicker local 
service with transfers. Thus many of these through-routed 
cars become inconvenient for other than local service and 
the fundamental purposes of the through-route plan are 
only partially fulfilled. Under unified operation the unbal- 
ancing of traffic and earnings that now concerns the com- 
panies in every proposed change will disappear. 

ADDITIONAL TRACKAGE 

“An analysis of the disposition of additional cars recom- 
mended indicates that about 86 per cent of them should 
reach the mile zone business district during rush hours on 
the present basis of operation. This means that in the 
absence of universal through-routing track facilities must 
be found for accommodating about 265 additional cars on 
the 70/70 standard or 170 cars on the 80/70 standard, 
equivalent to 15 per cent increase in the existing loop serv- 
ice. It is idle to consider the addition of all this equipment 
to the present tracks in the center of the loop unless a sub- 
way is provided, for the present surface tracks have neither 
the required capacity nor freedom from traffic obstructions. 
However, the expansion of the return loop (or short run 


Taste ITV—RusH-Hour Triep—Ovurtsounp—Evanston AVENUE LINE 


5:28 p. m, Trip from Dearborn and Monroe Streets 


oe 
oN ae 
Section of Line SeeS 8 Remarks 

go 58 

a Sie 

Gk <H 
Dearborn and Monroe Sts. to 

South End tuntell. 75-0025. 18.85 4.24 Loop district 

Michigan St. to Chicago Ave... 21.10 6.27 Track congestion 
Chicago Ave. to North Ave..... 5.0 9.23 Unusually free running 
North Ave. to Fullerton Ave... 4.63 10.81 Along park 
Fullerton Ave. to Diversey Blvd. 13.24 9.06 
Diversey Blvd. to Grace St..... 10.48 10.72 
Grace St. to Wilson Ave....... 10.27 11.68 
Wilson Ave. to Balmoral Ave.. 7.98 9.35 Cars bunched 
Balmoral Ave. to Devon Ave... 8.76 12.57 . 


ANEGNASE | z.cicie Here) asieheiets DeIteS eye 9.6 m.p.h. for trip 
Length of run 8.6 miles. 

Average stops per mile = 9.27. Actual stops = 82.4 per cent. 
Maximum stops per mile = 11.24. 


(a) Including street stops and stops due to obstruction of track by 
vehicles, etc. 


tripper) service to meet these conditions is entirely feas- 
ible and represents the only possible method of relieving 
the loop district prior to the construction of subways. 

“At the present time over 95 per cent of the total rush- 
hour equipment entering the mile zone also traverses the 
inner loop district. But, from the comnarative traffic counts 
it develops that at least 25 per cent of the total evening 
rush-hour passenger travel from the downtown district 
originates somewhere in the district between the inner loop 
and the outer or mile zone; in other words, the total traffic 
leaving the mile zone is fully one-third higher than that 
of the inner loop only. This fact is reflected in an aver- 
age car loading about one-third higher at the boundaries 
of the mile zone than those at the loop zone. 

“For the return loops certain curves and track connec- 
tions are absolutely essential and the companies have en- 
deavored for sometime past to secure the necessary track- 
age rights but without success owing to the obstructions 
interposed by certain property owners who withheld prop- 
ertv consents in order to permit freer use of the streets for 
delivery purposes. 

OPFRATING SCHEDULES AND SUPERVISION 

“During the past three vears the average car speed has 

increased from 8.50 m.p.h. (vear ending Jan. 31. 1911), to 
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, 
8.99 m.p.h. (year ending Jan. 31, 1913), that is, the entire 
city of Chicago is now operating on practically a schedule 
of 9 m.p.h. This increase is the result of improved oper- 
ating conditions due to track rehabilitation, completion of 
river tunnels and extensions into outlying districts. It 
seems proper to emphasize here that increased schedule 
speed does not necessarily mean increased maximum speed, 
but rather reflects the results of more efficient operation, 
elimination of unnecessary delays and a better condition of 
physical property. Much of the recent improvement has 
resulted from investigations by the companies of prompt 
and efficient acceleration and braking to minimize the ef- 
fects of the numerous stops on the schedule speed made by 
the cars. 

ELIMINATION OF UNNECESSARY STOPS 

“In Chicago, the standard subdivision for a section one 
mile square usually results in a tract eight blocks long by 
sixteen wide. Fortunately, in perhaps the majority of sub- 
divisions, the long dimensions of these blocks have been 
located along trunk lines requiring street car service. This 
particularly applies to the South Side lines leading out of 
the business district and the limited number of stops at 
street crossings contributes greatly to the rapid transporta- 
tion desired. On the other hand, the North and West Side 
lines are distinctly handicapped in operating through the 
‘close-in’ districts, where the blocks vary from twelve to 
sixteen per mile, resulting in an excessive number of stops 
on these important trunk lines. In the example shown in 
Table IV, the actual number of stops represents 82 per 
cent of the possible number. 

“In view of the condition existent, this board is of the 
opinion that rapid surface transportation in Chicago would 
be very generally improved if permissible stops could be 
confined to the standard subdivisions of eight blocks per 
mile or thereabouts. Irregular stopping points should be 
distinctly indicated by means of colored poles or posts, sus- 
pended signs or other distinctive methods, especially in all 
districts where stops are not made at every street intersec- 
tion. Much improvement has already been made by the 
exclusive adoption of the near-side stop, where formerly 
full stops were made on both near and far side. 

SNOW REMOVAL 

“In an endeavor to meet the conditions of the 1907 ordi- 
nances, various modern methods of snow removal have 
been investigated and tests made with a snow-melting ap- 
paratus, using high temperature steam. The results have 
been very unsatisfactory both in regard to economy and 
rapidity of operation. In view of the enormous mileage 
involved and the resulting investment in special. equipment 
that would remain idle throughout the year, the board re- 
gards it as necessary to exercise great caution in authorizing 
such investment until a thoroughly efficient apparatus has 
been developed. 

ELECTRIC SWITCHES 

“For some years electric switches have been in tise in 

Chicago, and over 100 of these switches are now in use 

-by the traction companies with successful results. Addi- 
tional switches are being added from time to time. 
EXTENSIONS OF SERVICE 

“The companies, as a whole, have been active in extend- 
ing their lines, particularly the Chicago Railways, which 
has built about 32 miles of new extensions since the end 
of its rehabilitation period against‘a maximum of 23 that 
could be called for by the city under the 1907 ordinance. 
The Chicago City Railway since its rehabilitation period has 
constructed about 17 miles of new extensions against a 
possible maximum of 22 miles’ ander,its ordinance and in 
lieu of additional new extensidits added to its system by 
purchase 18 miles of track which extended the 5-cent zone 
to the extreme southwest limits of city, thus making a 
total additional mileage of 35 miles since 1910. Consider- 
ing the three years’ construction season, I910 to 1912 in- 
clusive, it appears that the total new track construction has 
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just about kept pace with that stipulated by the 1907 ordi- 
nance for the post-rehabilitation period. 
SUMMARY 

“It is necessary to state in conclusion that these facts 
should not be misinterpreted by assuming present conditions 
to be due to failure of the companies to keep pace with 
transit growth. Rather, the absence of adequate rapid 
transit development may be regarded as the prime cause 
of the present limitations in transit facilities. Admittedly 
the growth has been faster than expected and continuously 
involves questions of raising the money for necessary cap- 
ital expenditures which it has been a duty of this board to 
supervise. But any surface transit system can be developed, 
as such only to the extent that there are streets awailable 
for its occupancy, and it then cannot fulfil the demands of 
rapid transit. The surface line system has been perfected 
to its present state by the expenditure (in addition to its 
original cost of $55,775,000) of more than $80,000,000 with- 
in a period of six years and has reached a state of devel- 
opment unparalleled in this country, not only in actual 
mileage of track construction, number of cars installed and 
auxiliary equipment provided, but also in the methods and 
efficiency of operation as evidenced by the ability of the 
system under the present handicaps to give the class of 
service it is now giving in handling over 1,000,000,000 pas- 
sengers per year.” 


IMPROVEMENTS ON DETROIT UNITED RAILWAY'S 
INTERURBAN LINES 


The Detroit (Mich.) United Railway has completed so 
far this year or has in progress track improvements on its. 
interurban lines which will approximate in cost $250,000. 
for labor and material. The following review of this work 
is contained in Electric Railway Serpice, which is pub-. 
lished in the interest of the company and distributed to the 
public. 

Detroit, Jackson & Chicago Railway—A new switch in 
Ann Arbor; rails have been renewed around the campus. 
at Ann Arbor; a double track has been constructed through 
Dearborn; the old steel bridge on Congress Street,. 
Ypsilanti, has been replaced with a double-track con- 
crete arch bridge; the track at Foster curve, dangerous be- 
cause of.the obstructed view, has been straightened; a.very 
heavy fill is being made on the Stellwagon property, west of 
Wayne, for which a right-of-way was purchased, to elimi-. 
nate a dangerous curve and save time on the Jackson di- 
vision schedules. 

Detroit, Monroe & Toledo Short Line Railway. AK grade: 
is being prepared for double track from Milan to Rockwood 
and four old bridges being rebuilt with concrete and steel; 
the track on Elm Avenue, Monroe, from Anderson Street 
to Lincoln Avenue, is being reconstructed with the. most 
modern’ standard construction; a double track is being con-- 
structed between State and Kay switches; the grade from 
the Toledo north city limits to Shantee Creek is being pre-- 
pared; a new sand dryer plant is being built at the Oak- 
wood yards to dry the lake sand which is used in construc- 
tion. 

Rapid Railway System—A double track has been built 
from Hagadorn switch to South Park Y; a loop track has 
been constructed near Glauker’s Point, Croke Pointe, to: 
be used in connection with city car service and develop the- 
property through improved facilities. 

Pontiac Division—A new waiting room and freight 
house has been built at Long Lake road, and shrubbery has: 
been planted to improve the appearance of the- grounds: 
round the building. 

Orchard Lake Division —The track at Cass Lake curve, 
a dangerous curve, has been straightened. 

Flint Division—A new wash house building, to be used! 
for the washing of cars, has been built at Rochester: 


AucusT 16, 1913.] 
CROSS-TIE DATA FOR 1911 


Forest Products Bulletin No. 8, dealing with cross ties 
purchased in 1911, has just been issued by the Department 
of Commerce, Bureau of the Census, in co-operation with 
the Department of Agriculture, Forest Service, Henry S. 
Graves, forester. 

CROSS TIES PURCHASED IN IQII 

The total number of cross ties purchased by the steam and 
electric railroads of the United States in 1911 was 135,- 
053,000. This represents a decrease of 13,178,000, or 9 per 
cent, as compared with the number purchased in 1910, but 
is II,302,000, or 9 per cent, greater than the number re- 
ported for 1909. Only 11,041,324 ties, or 8.2 per cent, were 
for new track—the lowest percentage since 1908. In 1910 
Over 22,000,000 ties, or 15 per cent of the purchases, were 
for new track. Both steam and electric roads reported de- 
creased purchases for this purpose in 1911, the steam roads 
reporting 9,271,954 and the electric roads 1,769,370. This 
is the smallest number reported by the electric roads for 
new track during any of the years covered by the table. 


Taste I—Cross Ties Purcuasep, py Kinps or Woop; 1907 ro 1911 


Kind of Wood 1911 1910 1909 1908 1907 
Oak ......... 59,508.000 68,382,000 57,132000 48,110,000 61,757,000 
Southern pine. 24,265,000 26,264,000 21,385,000 21,530,000 34,215,000 


Douglas fir .. 11,253,000 11,629,000 9.067.000 7,988.000 14,525,000 
Ceciaing stemitlicot 8,015,000 7,305,000 6,777,000 8.172.000 8,954.000 
Chestnut - 7,542,000 7,760,000 6,629.000 8,074,000 7,851,000 
Cypress’ (a. vs. 5,857,000 5,396,000 4,589,000 3,457,000 6,780,000 
Tamarack 4,138,000 5,163.000 3.311,000 4,025,000 4,562,000 
Hemlock 3,686,000 3,468,000 2,642,000 3,120,000 2,367.000 


Western pine. 2,696,090 4,612,000 6,797,000 3,093,000  5,019.000 


Redwood 1,820,000 2,165,000 2,088,000 871,000 2,032,000 
Guniy.). 1,293 000 1,621,000 378 000 262 000 15,000 
Maple - 1,189.000 773.000 158,000 151 00K ea saree 
IREECH, a eee 1,109,000 798,000 195,000 192,000 52,000 
All other 2,682,000 2,895,000 2,603,000 3,421,000 5,574,000 


“All kinds ..135,053,000 148,231,000 123,751,000 112,466,000 153,703,000 


Table I shows the total number of cross ties purchased 
each year from 1907 to I911, distributed according to kinds 
of wood arranged in the order of numbers~-purchased in 
1911. Ten kinds of wood supply 95 per cent of all ties pur- 
chased. The more durable woods are preferred, although 


_the growing practice of treating ties with chemical preserva- 


tives is reflected in the figures for gum, maple and beech, 


__which were reported in very small numbers a few years ago. 


No reports were obtained upon the average cost of ties. 
In 1909 the average cost was 49 cents, the prices by kinds 
of wood ranging’ from 33 cents for hemlock to 53 cents for 
redwood and for Western pine. It is stated that as a whole 
prices have not changed considerably since that time, 
although there have been fluctuations in many tie-producing 
localities. 

The number of ties of each kind purchased by the electric 
railroads in 1911 was as follows: All kinds, 8,898,000; 
oak, 3,174,000; southern pine, 1,441,000; douglas fir, 491,- 
000; cedar, 909,000; chestnut, 1,670,000; cypress, 188,000; 
tamarack, 59,000; hemlock, 21,000; Western pine, 81,000; 
redwood, 777,000; gum, 8000; maple, 6000; beech, 5000, and 
all other, 68,000. 

The steam railroads purchased 93 per cent. of the total 


number of ties, which is somewhat smaller than the pro-- 


portion reported in 1910. The purchases of the electric rail- 
roads have shown a regular, though slow, increase in re- 
cent years, reflecting the steady development of these lines, 
while the purchases by the steam railroads have fluctuated 
considerably according to industrial conditions. The elec- 
tric roads use the same kinds of wood as the steam roads, 
but in somewhat different relative quantities. This is due 
principally to the fact that the development of the electric 
lines has not been uniform throughout the territory covered 
by the steam roads. Oak, Southern pine, chestnut, cedar 
and redwood supply the greater part of the ties required by 
the electric lines. The increasing electric mileage has been 
followed by an increased demand upon the durable species. 
The competition of the roads for tie material was greater 


a 
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in 1911 than in 1910 in the purchase of Southern pine, 
cedar, chestnut, redwood and gum; while the purchase of 
other species showed a decline. The steam roads showed 
increased purchases of cedar, cypress, hemlock, maple and 


’ beech, 


TIE PRESERVATION, ETC, 

Of 112 treating plants of all classes of record in 1912, 
nearly ninety were well-equipped plants operating in repre- 
sentative sections of the country from coast to coast, but 
chiefly in the Eastern States. Most of these plants treat 
cross ties, piling, poles, construction timber, paving blocks 
and miscellaneous material under contract, but the steam 
roads operate twenty-two plants to meet their own needs, 
chiefly in the treatment of cross ties. A few electric roads, 
mining companies and firms handling poles also operate a 
number of relatively small plants, usually for the treat- 
ment of their own material. 

In 1911 more than 73,000,000 gal. of creosote oil (70 per 
cent imported), the principal preservative used, was re- 
ported by the wood-preserving plants of the United States. 
Large quantities of cross ties, construction timbers and 
miscellaneous material are also treated with zinc chloride 
in water solution or receive a combination treatment with 
creosote oil and zinc chloride. More than 16,000,000 lb. of 
zine chloride, all of domestic manufacture, was used by 
preserving plants in IgII. 

Crude petroleum was employed extensively by one large 
railroad and to a limited extent by several small companies. 
Water-gas tar, corrosive sublimate, preservatives sold as 
carbolineum and a number of other substances were re- 
ported. 

In 1911 cross ties formed 74 per cent of all material re- 
ceiving a preservative treatment from the plants reporting 
to the forest service. The numbers of ties treated before 
and after purchase by the steam and electric railroads of the 
United States in each year, 1907 to I9QII, inclusive, is 
shown in Table II. The table clearly indicates the progress 
being made by tie consumers in the use of treated ties and 
the growing tendency toward the treatment of ties after 
purchase, presumably in plants owned by the railroads. In 
III Over 31,000,000 ties, or 23 per cent of the total pur- 
chased, were treated either before or after purchase. Each 
of the years from 1908 to 1911, inclusive, except 1909, has 
shown, as compared with the preceding year, an increase 
in the proportion of ties treated. The number reported by 
the steam roads represented only a slight gain over that for 
1910, a year in which there occurred a very considerable in- 
crease in the number of ties treated. The number treated 
by the steam roads after purchase increased greatly, how- 
ever, reflecting the tendency of the steam roads to build 
and operate their own plants. 

The electric roads continue to report more treated ties 
each year, and, since these roads have few plants, most of 
their ties are treated before or after purchase in commer- 
cial plants. 


TasLe I]—Cross Tres Purcuasep—NuMBER ALREADY TREATED OR TREATED 


Arter PurcHASE, By CLasses oF RarrroAps PurcHasinG; 1907 to 1911 
Treated Treated 


Total Before After 
Class of Railroad Purchasing Treated Purchase Purchase 

1911: : 

Ste LAVILOAdsh crkstip arc. sheeesels 29.759,000 4.197.000 25,562.000 
Electric HAUKOAAS we ehersier wee talerede 1,382,000 773,000 609,000 
10: 

a aee FallroadS wes «ss sar 29,359.000 10,770 000 18.589.000 
Blectric railroads: © asso -\s 9 bea 1,185,000 874,000 311.000 
09; 

Steam: “railroads: sj .tee ss oes nes 21,198.000 7.081 000 14,117.900 
Efectrie failrOads i>: seals een 835,000 582,000 253.000 

ig ee PALIMOAACS Hae seve siete ea fe shehay 23,157.000 10,566 000 12.591.00 
Blectric- railroads ss .csk ae set wie 619,000 407,000 212,000 

1907: 

te LAI POAMSY hace Nei utiaie stele 19.192 000 7 975,000 11.217.000 
Blocttic iaiiroaas BEE rat atone ths 664,000 414,000 250,000 


Ties of Southern pine, oak and Douglas fir constituted in 
1911 nearly 80 per cent of the total number treated. These 
woods are also the leading species used without treatment. 
Western pine, gum, beech and lodge-vole pine are generally 
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treated before being used for cross ties, but most of the re- 
maining woods shown in the table are used in greater 
numbers untreated. The figures show plainly that large 
numbers of ties of the less durable woods are being used 
without treatment. In fact, preservative processes are being 
employed principally to increase the service of the rela- 
tively durable woods commonly used without treatment, and 
full advantage is not being taken of the opportunity which 
these processes afford for the use of woods not naturally 
resistant to decay. 

More than half (56.6 per cent) of the preserved ties 
were treated with creosote oil, 27.8 per cent with a solu- 


Taste I]]—Cross Tre PRESERVATION BY ELectric RarILways IN 1911 


-——Kind of Preservative, 


reosote 

Zinc and Zinc Miscella- 

Kind of Wood Total Creosote Chloride Chloride neous 
re ae PINE Vs Aeninte s 831,607 578,725 67,438 5,000 180,444 
sothe cate gle raat er aes 401,795 208,585 J sisiaes 15,000 178,210 
Dees Gir Se eee BOO!) Fe oe Fe eciahets Sas 80,402 
Western pine ........ 8,000 83008). = siege oe ee Reece 
Gay |) os sch eaters 5,550 4.650 Sere oR hale ernie 900 
Gainarack’ fate ss aed 42,334 340 Oe ras en eee 38,934 
Beech 0 Goes eran 4,595 3,452 B43" SA eraamces 900 
Birch jarid! “maple. sa. S004 fae Sige Se ee eth 500 
Blin © (cts ed Acne eine 900. Binet aoa. pee 900 
Spread], jt eee D000 PS Ne ce ee akan Pee emis 5,000 
White» pines. \3/.:3 5.55 1,000 £000." Tse Ceer ee ee eee he 
Chestnut iiss. sees es DOG a aes: sea SU Toe ee Wh ee ee Te 200 
All kindsyeoe + <7. sien 1,381,883 807,812 67,681 20,000 486,390 


tion of zine chloride, and the remainder with combinations 
of these preservatives, crude oil or various other materiak. 
Southern pine, oak and gum are generally creosoted, 
although large numbers of ties made from these woods are 
treated with zinc chloride. Nearly all of the Douglas fir 
ties were treated with zinc chloride. Large numbers of 
Western pine ties were treated with one or the other of 
these preservatives or with crude petroleum. Table III 
shows the number of cross ties treated in 1911 by electric 
railways, by kinds of wood and by kinds of preservative. 


COUPLER WITH SIGNAL AND LIGHTING ATTACHMENTS 


In equipping its new trailers the United Railways of St. 
Louis has greatly simplified the coupling of motor and trail 
cars by some home-made additions to the standard form of 


Center Linc of Coupler 


Trail Car 


| Motor Car U—_| 


Wood block must be 
fitted to irregular 
|, surface of draw-bar 


=o 


Dattery Signal) 
Circuit . 


Jone 


prings 


| Steel 


i) 


Light Circuit’ 
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St. Louis Coupler with Signal and Lighting Connections 


Tomlinson coupler. As shown in the accompanying draw- 
ing, the coupler has been provided with two wooden blocks 
carrying three spring contacts. Two of these contacts are 
used for the signal circuit and one for the lighting circuits. 
Thus at one operation the coupler couples the cars, air, 
lights and signals. 
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COMMUNICATIONS 


A QUESTION OF NAMES 


Doses Ferry, N. Y., Aug: 10; 


1913. 
To the Editors: 

In your issue of Aug. 2, 1913, you have an article entitled 
“Single-Phase Traction for Norfolk & Western Railway.” 
It is therein stated that it is the intention of this road to 
use twenty-five-cycle, single-phase currents at a potential 
of 11,000 volts at the trolley, with induction motors on the 
locomotive. 

Why is it that this thing is not called by its proper name? 

From all the information available, this motor is our old 
friend the polyphase motor in disguise. As a matter of 
fact, a single-phase motor, whether of the commutator or 
of the induction type, could not economically be built for 
the heavy work required by this railway. According to the 
best information, these locomotives are to be equipped 
with polyphase motors and with a phase-spitting or phase- 
converting device which will enable them to make use of 
the single-phase current in a manner similar to what I 
outlined several years ago. 

The motor is the decisive part of any railway equipment. 
If the Norfolk & Western equipment goes in as now- 
planned, it will be just as truly.a polyphase equipment as, 
for instance, the Great Northern equipment. If the Great 
Northern decides to experiment with the phase-splitting 
device, it will not call itself a single-phase road on that 
account. 

The use of single-phase currents for transmission and 
distribution purposes may or may not justify itself in the 
end. But, in any event, the mere fact that single-phase 
currents will thus be used for transmission purposes should 
not be a reason for calling this Norfolk & Western equip- 
ment a single-phase equipment. It would be practically 
just as sensible to call the New York Central equipment a 
three-phase equipment because the New York Central gen- 
erates and transmits its energy in the form of three-phase 
alternating currents. 

The fact that the single-phase enthusiasts want to let 
themselves down easily should not be allowed to mix up 
our already complicated railway vocabulary. Nor should 
this attempt to christen a polyphase line as a single-phase 
line be allowed to mislead our brethren across the ocean, 
who might thus come to think that American engineers 
have gone back to the single-phase delusion. 

C. L. pE Mura ct, 
Professor of Electrical Engineering, University of Mich- 
igan., 


CHOICE OF GEAR RATIO 


Vico Erectric TRAMWAYS. 
Vico, SPAIN, July 5, 1913. 
To the Editors: 
In view of your undoubtedly competent judgment in 
matters relating to electric traction, we make free to con- 
sult you in regard to a little problem which we are anxious 


to solve. The matter concerns the electrical equipment of 
our street railway system, the necessary data being as 
follows: 


Track gage, I m. (37.37 in.) ; motor cars equipped with 
Brill 21-E rigid trucks; weight of a train (motor car and 
trailers, inclusive of load), about 19 tons; grades up to 65 
per 1000. The minimum radius of curves on the line is 20 
meters (65.6 ft.). The trolley wire carries 550 volts d.c. 

One dealer offers us inclosed motors (two for each car) 
with series winding and auxiliary poles, developing 36 hp 
per hour with 550 volts and 540 r.p.m., with a gear ratio 
of 1:5.1, and gear cases. The efficiency under full load is 
89 per cent. The power is understood to be measured in 
accordance with the regulations of the Association of Ger- 
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man Electricians. Another dealer recommends motors of 
similar description, but with a gear ratio of 1:6.25. Our 
cars are to run at a speed of 9 km per hour (5.57 m.p.h.) 
in the city streets, and of 13 km per hour (81 m.p.h.) on 
the highways or suburban roads. 

In view of the physical features of the territory covered 
by our system, which has long and steep grades as well 
as long sections that are practically horizontal, we think 
that a-ratio of gearing of 1:6.25 would not give our cars 
sufficient speed unless compensation is provided by increas- 
ing the motor speed, a measure which would result in an 
increased cost of maintenance. 

What gear ratio will be the most desirable for us, and 
what are the advantages or disadvantages of each of the 
types of equipment proposed? 

‘Martin ECHEGARAY, 
Chairman of the Board of Directors. 


REPLY 

_ To select a proper motor for this service, speed-time and 
power curves should be plotted for the two types of service, 
city and suburban. To do this accurately, in addition to 
the information furnished, it would be necessary to have 
characteristic curves of the motors and to know the diame- 
ter of the driving wheels, the number of stops per kilo- 
meter and their average length, also the length and char- 
acter of the grades. We have taken the characteristic 
curves of a standard 35-hp railway motor having an arm- 
ature speed of 575 r.p.m. when taking a current equal to 
its one-hour rating and have corrected these curves for gear 
ratios of 1:5.1 and 1:6.25, assuming the diameter of the 
driving wheels as 30 in. (750 mm) and the average voltage 
at the motor terminals as 500 volts. From these curves, 
shown in Fig. 1, we have worked out the speed-time and 
current curves shown in Fig. 2 for runs on level tangent 
track at a schedule speed of 13 km per hour. 

Curve 1, Fig. 2, is the speed-time curve for a train with 
1:5.I gearing running 300 m (984 ft.). Curve 2 is for a 
train with 1:6.25 gearing running 300 m and curve 3 is for 
a train with 1:6.25 gearing running 400 m (1312 ft.). 
Curve 4 shows the current taken per motor with 1:5.1 gear- 
ing and curve 5 the current per motor with 1:6.25 gearing. 


Pee rerrire Paort ens is esee8 
o ‘ S 
S28 R22 2H £2 8 28 = 8 
a ¥. Kg.Tractive Effort Pe ie te 
~~ o -) = 
Ree 828823 38°22 88 £2 8 
> Kilometers per Hour Speed 
ME tae on Comes E CN ye OP a SO Ba SR SSS 
Miles per Hour Speed 
. 2 = 
Ree home a Se aS ee ee Bs 
2s 
0 
iC 
Si ae 
30 | i }- 
40 + =f = 
BR 50 ‘ 
& Characteristic Curves SI 
5 60135 ~P! Motor] . 7 
% 79|-500,Volts ey Le ed 
& 730 itn. (750 men ge eng 
& 0 ae, \ &, — a6 
& S alg eS Cty 
90 z : &> Se5| 
SS £ D Ae) | 20m, fa ~ 
* 100 oy Bh Cae oO 
od Ei [Pod <3 “Gon 
110 S408 hi 
D fw d Lg 
120 OTK [%, a4 


Electric Ry. Journal 


Fig. 1—Speed and Tractive Effort Curves for Two Gear 
Ratios 


These curves are calculated for the conditions shown in 
the accompanying table. 

Curve 2 shows that a train equipped with the 1:6.25 gear- 
ing can make a schedule speed of 13 km an hour with a 
twenty-second stop every 300 meters and still have a rea- 
sonable margin for making up lost time, as the coasting 
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time for this run is 28 per cent of the total time consumed. 

By comparing curves 4 and 5 it is found that the accelera- 
ting current per motor is 71 amp with 1:5.1 gearing, and 62 
amp with 1:6.25 gearing, and that the average current per 
motor for a run of 300 m, including stop, is 12.8 amp with 
1:5.1 gearing and 11.4 amp with 1:6.25 gearing. The low- 
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Fig. 2—Speed-Time and Current Curves with Two Gear 
Ratios 


speed gearing thus shows a saving in energy consumption 
besides greatly reducing the temperature of the motors. 
This advantage will be much more pronounced with the 
short runs and low schedule speed of the city service and 
will also prove of far greater advantage on the long, steep 
grades. 

The most common error in the selection of gearing has 
been to gear for high speed when the service gave no 
opportunity for using it to advantage. This improper 
selection of gear ratios alone has caused a loss of hundreds 
cof thousands of dollars due to overloads and consequent 


Weight of train, including equipment and live load............. 19 tons 
Averageermmotor Wallace dee waa astoct pening Sele dices eles simile, certs 500 volts 
Ben sti Wor, Wai wl ere ard ies tole. Paresh st tea ©. Seger cha 300 m and 400 m 
engthuyok [stop se ce itsnte aa eee ees esels «p25 ss 6 vale.’ 2OSeCONGS 
Schedule Wot’ speed duet series ds Rast -tete ewer 13 kw (8.1 miles) per hour 
Initial acceleration: fey de gek = 4 <i 2.4 kw (1.5 miles) per hour per second 
Brakisipe rate’. aocttem cise sf-vaevore iehelbions 2 kw (1.5 miles) per hour per second 
LENO gl I aS ee ae td ot ne A eR 20 Ib. (10 kg) per ton 
ED FAityseresistaale Gene ays tars ace tebe lerelateuat Taree oi seiel ciel gaia asses ones omeeacae Straight and level 


Characteristic curves of motors as shown in Fig. 1. 


burn-outs of motors and the apparatus in power houses and 
substations. Line losses have been greatly increased and 
large motors have been used where much smaller ones 
would have done equally well if properly geared. The 
best practice is to provide for rapid acceleration, short 
coasting and rapid braking, and after the selection of a 
motor which is suitable for this service the best gear ratio 
to use is the lowest speed gear which will give the desired 
schedule speed with a reasonable margin for safety. 

The curves which we have given will serve to illustrate 
the effect of different gear ratios. We would further sug- 
gest that you consider motors arranged for field control, as 
they are particularly well adapted to just such service con- 
ditions as you have. You would thus be able to use a 
slow-speed motor with high-gear ratio to its greatest ad- 
vantage. Field control would produce more economical 
running in the slow-speed city sections, permit the use of 
a high-gear ratio for the grades and with the same gearing 
produce a higher speed for the suburban districts than 
could be obtained with the same size non-field control motor 
geared for the local schedule.—Ens. 


The record of passenger train performances on the steam 
railroads of New York State for June, 1913, shows that 
during the month the number of trains run was 66.325. Off 
the number of trains run 84 per cent were on time at the 
division terminal. The average delay for each late train 
was twenty-five minutes and the average delay for each 
train run was four minutes. 
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A NEW RAILROAD WEED BURNER 


The Waynco railroad weed burner, manufactured by the 
Wayne Process Company of Fort Wayne, Ind., is an im- 
proved form of the apparatus often used for burning weeds 
from the tracks of railroads. Its fuel is common kerosene 


oil which is vaporized in a large coil mounted on the car. | 


This, by special design, is reported to avoid the difficulty 
heretofore encountered in all vaporizing burners in the 
frequent renewal of the vaporizing chamber made necessary 
by the effect of the decomposition: of the oil upon its walls. 
The vapor-generating coil contains several hundred feet of 
pipe which is heated by an auxiliary self-vaporizing burner. 
Oil under a pressure ranging from 50 lb. to 75 Ib. per sq. in. 
is supplied from pressure tanks on the car to the coil and 
the coil is connected to a battery of burners on the rear of 
the car. 

Each burner produces a flame 4 in. in diameter and 2 ft. 
long, and the burners are so arranged that the several 
flames uniformly spread over the ground and weeds. They 
are inclosed by a hood which is lined with asbestos, and this 
serves to retain the heat of the flames and reflect it onto the 
ground, thereby greatly intensifying the effect. The high 
temperature, over 2000 deg., wilts the green weeds down as 


Kerosene Weed Burner for Interurban Lines 


the car travels along, and if necessary, after they are per- 
mitted to dry a little, the burner is again run over them in 
order that they shall be consumed. 

A throttle valve in the connection between the coil and 
the burners controls the passage of the vapor to the burners 
and as many of the burners may be lighted as the operator 
may choose. The car may be driven at a speed of 3 m.p.h. 
or more, according to the height and quantity of the weeds, 
and 50 gal. to 60 gal. of oil an hour is consumed when the 
apparatus is running full blast. 

The air under pressure is furnished by a standard air- 
brake compressor, and as it does not flow out of the tank 
but simply forces the oil from the tank into the vaporizing 
coil, the pump is run only to keep the pressure above a 
minimum point, being controlled by a standard type of 
governor. Consequently the constant operation of the 
compressor is not required as it is in the case of atomizing 
devices. A compressor that will furnish 60 cu. ft. per hour 
is ample for the needs of the machine. 

The accompanying illustration shows the equipment 
mounted on a short single car, but it may be applied to a 
double-truck car equally well. The auxiliary burner is 
started with alcohol or gasoline, and after it has reached 
the vaporizing temperature it becomes self-vaporizing. Its 
flame does not strike the large coil but heats a bushing 
“within it, and the bushing in turn heats the large’ coil to 
vaporize the oil which flows into it. 
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50-TON, 600-1200-VOLT FREIGHT LOCOMOTIVES FOR 
BRITISH COLUMBIA 


Five 50-ton electric freight locomotives have recently 
been built for the British Columbia Electric Railway Com- 
pany, Vancouver, B. C., similar to the 60-ton locomotives 
of the Southern Pacific Company which were described in 
the Exrectric RAILWAY JouRNAL for Oct. 5, IgI2. 


They 


British Columbia Locomotive—Side View 


are of the double-truck type with a steel central cab of 
steeple form. 

Each locomotive is equipped with four Westinghouse 
No. 308-D-3 box-frame commutating-pole 600-1200-volt 
railway motors and type HB unit switch control. For 
1200-volt operation two motors are permanently connected 
in series. The control equipment consists of the following 
apparatus: two master controllers, two switch groups, two 
reversers, one series-parallel switch, one line switch, one 
control resistor, two hand-operated change-over. switches 
and two sets of storage batteries (ten cells, each set giving 
20 volts). 

All control equipment, except the master controller, is 
inclosed in a wire cage supported by an angle-iron frame- 
work in the center of the locomotive cab. The grid re- 


British Columbia Locomotive—Control Equipment 


sistors are mounted in the roof of the locomotive cab over 
the unit switch apparatus in a portion framed off and ven- 
tilated through the roof by means of two ventilators. The 
two master controllers have three running notches on 600 
volts and two on 1200 volts. 

An interesting item of this equipment is the series- 
parallel switch. This switch is controlled by a single-pole, 
double-throw knife switch at either end of the cab. On 
1200 volts the connections are so arranged on the change- 
over switch that the series-parallel switch is in the 1200- 
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volt position connecting two motors in series regardless of 
the position of the knife switch. On 600 volts the connec- 
tions on the change-over switch are so altered on changing 
over to the 600-volt position that the motors of each pair 
by means of the series-parallel switch may be thrown either 
two in series or two in parallel, whereas in the 1200-volt 
position the motors are two in series only. This is of par- 
ticular advantage on 600 volts in accelerating heavy loads. 
The motors are first connected four in series until the 
train is started. The controller is then returned to the off 
position, and the series-parallel switch is thrown to con- 
nect the motors of each pair in parallel. The master con- 
troller is then operated to connect in series parallel and 
finally in parallel. In changing over from 1200 volts to 
600 volts the resistances are paralleled and the dynamotor 
circuits are also adjusted for 600 volts. All of this is done 
by the two change-over switches. 

The dynamotor-compressors are used to furnish com- 
pressed air for the brakes and to control the blower fan 
(attached to the dynamotor shaft) which furnishes the air 
for ventilating the main motors. One of these sets is 
mounted under each end hood. 

These locomotives are designed to negotiate curves of 
40-ft. radius, when running without trailing loads. Their 
principal dimensions are as follows: Wheelbase, rigid, 7 
ft. 4 in., total, 25 ft.; driving wheels, diameter, 36 in.; jour- 
nals, 5 in. x 8 in.; width over all, 10 ft.; height of top 
of cab, 12 ft., and length between coupler knuckles, 36 ft. 
They weigh 100,000 Ib. each. The equipment includes air 
and hand brakes on all wheels, air sanders, a pilot and head 
light at each end, a bell gong and air whistle. The 600-volt 
locomotives of this company were described in the ELEctrIc 
RAILWAY JOURNAL for Jan. 6, 1912. 


ELECTRO-PNEUMATIC VALVE FOR A.C. CURRENT 


The “Z” armature electro-pneumatic valve magnet shown 
in the accompanying illustration has just been developed by 
the Union Switch & Signal Com- 
pany for the control of electro- 
pneumatic switch and signal ap- 
paratus by alternating current. It 
consists essentially of a “Z” arm- 
ature rotating in a magnetic field, 
both armature and field cores be- 
ing made of laminated iron. 
Through a lever the armature 
drives a crank of which one arm 
appears in the illustration and 
the other arm of the crank presses 
down on the head of the pin valve 
stem when the magnet is ener- 
gized. The whole instrument is 
pronounced to be very compact, 
neat and efficient. The cover is 
made of aluminum and is de- 
signed to be screwed into place 
very readily. A spring is at- 
tached to the cover to prevent 
it from working loose. 


UNION CLAMPS FOR METAL BLADES 


A clamp for holding metal signal blades in place has re- 
cently been put on the market by the Union Switch & Sig- 
nal Company. The clamp is made of steel, stamped cold, 
sherardized and painted in two lengths suitable to the taper 
of the blade grip with which it is to be used. Both lengths 
fit accurately in the corrugations of the blade, and the 
spacing of the bolt holes is the same in each. The detail 
parts of the clamp include protecting pads of cow hair 
which are placed between the clamps and the blade to pro- 
tect the enamel from abrasion and to take up any strain 


Magnet Valve 
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due to inequalities of the metal. These pads are of dif- 
ferent lengths, corresponding to the clamps under which 
they are used. Two pads are placed between the blade and 
the spectacle at right angles to the other two pads. Nut 
locks made of sheet steel are also used. A portion of the 
clamp is raised to act as a stiffener and to keep the bolt 
heads from turning. The nut locks, bolts and nuts are 
sherardized. All of these parts can be made to fit any 
spectacle or metal blade. 


TYPE OF SOLID MANGANESE STEEL CROSSING 
INSTALLED BY PACIFIC ELECTRIC 


Owing to its unusually heavy rolling stock, which is 
operated in trains of six cars, the Pacific Electric Railway 
has found crossing frog maintenance a serious problem. 
In its recent practice the company has used solid man- 
ganese steel crossings to obtain maximum life, but it has 
also given a great deal of attention to methods of strength- 
ening even this type of crossing. The chief trouble ex- 
perienced has been that the points of impact in the cross- 
ing, when constructed in the usual way, are not directly 
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Supported Hard-Center Crossing Installed by Pacific 
Electric Railway at Los Angeles 


supported from below, and, in consequence, have dropped 
slightly. Hence the way department of this company has 
developed and installed a design of manganese crossing 
which provides supports for the points of impact. This 
support is obtained by replacing with diagonal webs the 
four-sided or box-like web support in the old design. The 
intersection of these diagonal webs comes directly under 
the point of impact or the intersection of the gage lines of 
the running rails. 

The specifications call for a crossing cast of solid man- 
ganese steel free from shrinkage cracks and blow holes and 
perfect as to surface and alignment. The manufacturers 
found these requirements especially hard to meet owing 
to excessive shrinkage in manganese steel castings. To 
replace the boxed web support with the diagonal webs pro- 
duced a critical condition so far as providing for shrink- 
age was concerned, making it difficult to obtain perfect 
castings. This trouble has been overcome, however, and 
satisfactory crossings are being manufactured. Plan and 
sections of this crossing are shown in the illustration. 

In explanation of the two running rails at 1-ft. 2¥2-in. 
spacing shown in the illustration, it should be said that 
while the Pacific Electric Railway Company operates only 
standard-gage cars, the city line in Los Angeles is equipped 
with a narrow gage (3 ft. 6 in.) and the crossing illus- 
trated is for a crossing of the two lines. The details shown 
in the drawing are to fit the Lorain Steel Company’s sec- 
tion No. 399. The crossing shown has been manufactured 
by the Edgar-Allen Manganese Steel Company, Wm. 
Wharton, Jr., & Company, and the St. Louis Steel Foundry. 
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CENTER-ENTRANCE CARS FOR BUTTE, MONT. 


Four center-entrance cars of the type shown in the ac- 
companying illustrations were recently shipped to the 
Butte (Mont.) Electric Railway by the Niles Car & Manu- 
facturing Company. The cars seat fifty-two passengers 
each and have already carried comfortably a total of 100 
passengers, although their length over the end sheathing is 
but 40 ft. 10 in. The weight of a completely equipped car, 
including four 40-hp motors and air brakes, is about 36,000 
Ib., or 692 Ib. per seated passenger; the weight of the car 
body alone is 14,000 Ib. The trucks are of the railway com- 
pany’s type as designed by J. S. Wathey, superintendent. 

The principal framing members of this design are two 
center sills of 6-in. I-beams, which are bent downward 
under the center vestibule or well and which extend the full 
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car and is 9 in. below the main floor. Each side is fitted 
with two-panel doors which fold inward in connection with 
a folding step, all controlled by means of handles at the 
conductor’s station in the center of the vestibule. A folding 
seat extends along the devil-strip side of tlie vestibule, thus 


increasing the seating capacity and preventing the opening 
of the idle doors. At the front end, the motorman is sepa- 
rated from the passengers by means of iron pipe rails and 


Butte Center-Entrance Car—General Exterior View 


length of the car from buffer to buffer. ‘The side sills are 
reinforced with %4-in. x 6-in steel plates, cut out under the 
center vestibule, and 2-in. angles, also by under truss rods 
with turnbuckles. Quartered oak and bronze trimmings 


Butte Center-Entrance Car—lInterior View 


are used for the interior finish of the car and agasote for 
the single-arch ceiling. The roof carries eight Globe venti- 
lators. The upper sashes are stationary, while the lower 
sashes are arranged to drop. 

The center vestibule is 6 ft. long for the full width of the 


light-excluding curtains. The same control space at the 
rear of the ear is utilized by standing passengers. The prin- 
cipal dimensions of these cars follow: Length over the bur- 
fers, 41 ft. 10.; width over the side sheathing, 8 ft. 334 in.; 
width over all, 8 ft. 5% in.; width of aisle, 2314 in.; length 
of seats, 34 in.; distance between seat centers, 29% in.; 
distance between bolster centers, 26 ft.; height under sills 
to top of roof, 8 ft. 33 in. 


TELEPHONE AND TROLLEY WIRES IN ENGLAND 


The Municipal Tramway Association of England has 
lately accepted a proposal from the Postmaster-General 
with reference to trolley wires crossing telephone wires, 
which in England are now under the control of the Post 
Office Department. This proposal stated that there was now 
available an insulation material which will admit of the in- 
sulation of each wire crossing a power circuit at a com- 
paratively low cost. While not so satisfactory in some 
ways as guard wires, the department was prepared to adopt 
it on certain conditions. On ‘the new system the cost of 
insulating a span of one circuit of two wires would be about 
$2.75. The department suggested that when a tramway 
contractor desired to avoid the erection of guard wires he 
should pay a first and final charge for each post office cross- 
ing averaging sixteen wires (that is to say, any arrange- 
ment of wires under which all wires are terminated on one 
side at least on the same support) of $21.85 when the post 
office is the first-comer and one-half that amount when it is 
the second-comer. The proposal to use insulated wire does 
not for the present apply to trunk wires and wires running 
parallel to power circuits for considerable distances. The 
department has agreed to charge $2.75 per circuit for sec- 
ond-comers and $1.38 for first-comers. 
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News of Electric Railways 


Railway Men in Automobile Accident 


As the result of an automobile accident near Detroit, 
Mich., on the evening of Aug. 9, Louis E. Beilstein, until 
recently general manager of the Toledo Railways & Light 
Company, and James T. Ross, consulting engineer of the 
Northern Ohio Traction & Light Company and the Lake 
Shore Electric Railway, lost their lives and J. F. Collins, 
vice-president and general manager of the Michigan United 
‘Traction Company, and Edward F. Wickwire, sales manager 
-of the Ohio Brass Company, Mansfield, Ohio, were seriously 
injured. Howard Davis, the chauffeur, was killed. Mr. 
Wickwire, who was able to talk after reaching the hospital, 
said that a ditch was encountered suddenly on the outskirts 
of Wyandotte. The driver endeavored to turn the machine 
out, but the right front wheel collapsed and the machine 
turned over. Mr. Beilstein was thrown clear of the car, but 
his neck was broken by the fall. Messrs. Ross, Collins and 
Davis were pinned under the car. Mr. Wickwire was 
thrown clear of the wreck. Messrs. Ross and Davis were 
‘dead when the car was righted and Mr. Collins was in a se- 
rious condition. He was taken to Emergency Hospital at 
Ford City, near Detroit, while Mr. Wickwire was taken to 
‘Solvay Hospital at Delray. The bodies of Messrs. Beil- 
stein, Ross and Davis were removed to their homes. 

The plans for the trip from Toledo to Jackson, Mich., 
were made in the office of the Lake Shore Electric Railway 

‘at Cleveland. Charles Currie, general manager of the 
Northern Ohio Traction & Light Company, accompanied 
tthe members of the party to Toledo by train, but returned 
home when they started on the auto trip. With the ex- 
ception of Mr. Collins the victims of the accident left 
Toledo early on Aug. 8 for Jackson, where they were 
joined by Mr. Collins. The party spent the afternoon of 
Aug. 8 and the morning of Aug. 9 inspecting the line of 
the Michigan United Traction Company and on Saturday 
afternoon started for Toledo. 

Mr. Collins, who sustained a broken thigh, and Mr.. Wick- 
-wire, who has a broken ankle and is suffering from severe 
strains, were beth reported on Aug. 14 to be doing well and 
“no serious complications are expected to develop. 


Findings of Buffalo Arbitrators Modified 


Following the rejection by the employees of the award 
‘of the board of arbitration named to settle their grievances 
with the International Railway, Buffalo, N. Y., Edward G. 
‘Connette. president of the company, announced that he 
would hold a conference with a committee of the men. Con- 
‘ferences were held on four days during the week ended Aug. 
‘9, and an agreement was reached under the terms of which 
‘certain provisions in the report of the board were modified 
and the term of contract between the men and the com- 
pany was reduced from five years to three years. Provision 
is also made in the agreement for an increase of 2 cents an 
‘hour in the wages paid to the shopmen and barnmen. This 
will give them a minimum wage of 24 cents an hour. No 
provision for an increase in wages for these employees was 
made in the findings of the board of arbitration. Although 
the agreement was made in writing, both sides say they are 
bound to secrecy until after the modified agreement has 
been ratified at a general mass meeting of the men. It was 
expected that this meeting would be held on Aug. 14 or 15. 

As soon as the agreement was reached, Edward G. Con- 
nette, president of the company, issued the following state- 
ment on its behalf: “All questions raised have been settled 
satisfactorily and in accordance with the findings of the 
board of arbitration, except as to the term of the contract, 
which has, with the assent of the majority of the board of 
arbitration, been reduced from five years to three years.” 

William B. Fitzgerald, upon whose recommendation the 
men refused to accept the findings of the board, said: 

“Everything is now settled satisfactorily. The modified 
agreement will not be made public until it has been ratified 
by the men. I have recommended that the new agreement 
be ratified. It provides for wage increases not included in 
the original findings of the board of arbitration.” 


Special Legislative Session in Minnesota 


Governor A. O. Eberhart, of Minnesota, has announced 
that he will call a special session of the Legislature this 
fall, principally to secure action on the proposed public 
utilities bill which a special legislative committee is now in- 
vestigating. It has been charged that the committee is at- 
tempting to foster opposition to the creation of a public 
utilities commission. Representative H. H. Flowers, Cleve- 
land, Minn., a member of the House public utilities com- 
mittee, has protested to Governor Eberhart concerning a 
letter sent out under the committee’s authority by its secre- 
tary, D. H. Holbrook, Minneapolis, the objectionable por- 
tion of which follows: 

“The Governor has announced his intention of calling a 
special session of the Legislature to enact a general public 
utility law. In a general way the plan proposed contem- 
plates the appointment by the Governor of a commission of 
three men, who shall have complete control over the regula- 
tion of all water, electric and gas plants, street railways and 
telephone systems in the State, whether publicly or privately 
owned, this commission to have the power to value plants, 
fix rates and regulate service. It is further proposed to take 
away from the municipalities the right they now have to 
regulate utilities and grant franchises. This is a radical 
departure from the policy hitherto pursued in this State, and 
the committee is anxious to get an accurate indication of 
public sentiment on this point. Do the people of the villages 
and cities of Minnesota wish to continue to regulate their 
utilities or do they wish to surrender that privilege to an 
appointive state commission?” 

The committee is also sending out circulars to mayors, 
city clerks and other persons of prominence over the State. 


H. A. Blair on the Chicago Traction Situation 


Henry A. Blair, chairman of the board and of the finance 
committee of the Chicago (Ill.) Railways and a member of 
the governing committee of the Chicago Elevated Railways, 
was quoted as follows by the Chicago Daily News on Aug. 7 
in a special dispatch from Paris, France: 

“After tramping through the streets of London and Paris 
I am convinced that the chief transportation advantage of 
these cities over Chicago is the speed with which cars are 
allowed to run in. the busiest thoroughfares. In centers 
where the traffic is nearly twice as heavy as on the most 
congested corners in Chicago, street cars and autobuses 
push along at high speed the moment the crossing police- 
man signals. I saw in Piccadilly, London, a continuous 
procession of autobuses as far as the eye could reach, mov- 
ing quickly and continually and yet without the slightest 
inconvenience to themselves or to pedestrians. 

“Speed regulations in Chicago are foolish and must be 
revised before the city will have adequate transportation. 
If the cars were allowed to run faster not only would the 
passengers get to their destinations more quickly, but a crew 
could make another trip before the end of the shift, result- 
ing in a considerable saving to the company and also per- 
mitting many more cars to run. 

“The more I see of transportation in European cities the 
more I am convinced that the proposition we have made to 
the city of Chicago is the most remarkable ever made any- 
where. Chicago now has an exceptional opportunity to con- 
solidate all its transportation lines. Of the Chicago City 
Railway’s stock 97 per cent is held by J. P. Morgan & Com- 
pany, New York. Now that Mr. Morgan is dead the stock 
could readily be obtained, but once the trustees dispose of 
it throughout the country it would be extremely difficult to 
reassemble. 

“A1] the elevated railway stock is held by Frank R. Van- 
derlip, Samuel McRoberts and myself, so there is no difficul- 
ty there. The Chicago Railways securities are held by some 
3000 stockholders, but I am chairman of the finance com- 
mittee and so probably could influence this organization. 
We, therefore, offer to consolidate all the lines with 5-cent 
fares and universal transfers, and also to begin work on the 
subway system, extending it as the city’s needs grow. In 
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return we ask 7 per cent profits and an indeterminate fran- 
chise, but give the city the right to take over the whole 
business at any time. 

“The city, however, will allow only 5 per cent profit and 
a twenty-year franchise. The truth is that it is impossible 


to operate a traction system on such a basis, for the people. 


will not buy shares at such a low rate of interest and the 
banks will not take such a huge quantity of bonds falling 
due in twenty years. That is an absolute fact. 

“The trouble is that politicians of both parties use the 
traction question to gain the people’s sympathies, whereas 
they do not know the first thing about running traction sys- 
tems, which is not a mere engineering feat but an intricate 
business proposition requiring high technical knowledge. 
In the meantime, while the politicians orate and hinder 
progress, the people suffer.” 


The Value of Publicity 


The Journal of the Cleveland Engineering Society dated 
July, 1913, contains the paper, “The Value of Publicity,” 
presented before the members of the society on June Io, 
1913, by W. R. Rose, associate editor of the Cleveland 
Plain Dealer. Mr. Rose referred to the once supposed im- 
passable dead line between the newspaper and the engi- 
neering societies. Continuing, he said: 

“It appears that the Cleveland Engineering Society has 
been a pioneer in its friendly attitude toward newspapers. 
It can be congratulated on this fact. It can accept the as- 
surance that this alliance is highly gratifying on the news- 
paper side of the once impassable dead line. 

“Science, a little obtuse at times, will learn that news- 
papers are not entirely devoted to baseball and casualties, 
to politics and gossip. The newspaper reaches out in 
countless directions. It wants the best that is available 
and it wants it in prodigious variety. It stretches a warm 
hand to science. It realizes that the annals of invention 
and technical achievement put romance to shame. It knows 
that the soldiers of science, bridge spinners, canal diggers, 
are the dauntless skirmish line of advancing civilization. 
The newspaper stretches a hand for your copy, assuring 
you that the public is interested in your proceedings be- 
cause they advance public welfare. The newspaper offers 
you space in its columns, leaving to your judgment the 
selection of matter best calculated to, interest the layman 
reader. It asks you to refrain in your reports from puz- 
zling technicalities—that the copy reader may rise and cail 
you blessed—and as far as possible to cover a variety of 
the themes that should make a popular appeal.” 


Developments in Connection with the Buffalo & Lake Erie 
Traction Reorganization 


The Canadian-American Power Corporation, with prin- 
cipal offices in Niagara Falls, has been incorporated in Al- 
bany to develop and distribute electricity in Erie, Niagara, 
Orleans, Monroe, Chautauqua and Cattaraugus Counties. 
The corporation is capitalized at $4,000,000. The directors 
of the company are: Edward G. Connette, president of the 
International Railway, Buffalo; S. Reading Bertron, Mar- 
shall J. Dodge and Francis T. Homer, New York, and Rod- 
man E. Griscom, Haverford, Pa. Mr. Connette says that 
the Canadian-American Power Corporation has been organ- 
ized to bring to the American side of the Niagara River 
46,000 hp of electrical energy developed by the Electric 
Development Company, Niagara Falls, Ont., for use by the 
reorganized electric railways out of Buffalo. 

Condemnation proceedings have been started by officials 
of the Frontier Electric Railway, which proposes to con- 
struct an electric railway from Buffalo, N. Y., to Niagara 
Falls to connect with the Canadian Northern from Niagara 
Falls, Ont., to Toronto and points east, to secure a right- 
of-way through a parcel of land north of North Tonawanda, 
Niagara County, N. Y., and La Salle. The company has 
bought one parcel of land outside of North Tonawanda and 
officials of the company say they have more than 98 per 
cent of the right-of-way. Work on the line may be started 
next spring. The franchise through the villages of North 
Tonawanda and Tonawanda will be void if work is not start- 
ed before June I, 1914. : 
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Recommendation to Enter Into Agreement with Detroit 
Company Adopted 


By a vote of 22 to 4, the Common Council of Detroit, 
Mich,. in special session on the evening of Aug. 7 repealed 
the ordinance requiring the payment of rental of $300 a day 
by the Detroit United Railway and adopted the recom- 
mendation made by Mayor Marx to enter into an agree- 
ment with the company on the terms proposed by the com- 
pany on Aug. 5. The action of the Council will put into effect 
on Aug. 15 the plan of,seven tickets for 25 cents, under the 
terms noted in the ELectric RAILWAY JoURNAL of Aug. 9. 

W. D. Mahon has presented a communication to the 
Mayor in which the employees of the company complain 
that they were not provided for in the agreement. Accord- 
ing to their view, they were not considered by the city ad- 
ministration or the company. A meeting had been fixed for 
the evening of Aug. 9 to consider the matter. The men 
propose to ask an increase in wages from 30 cents to 35 
cents an hour maximum and a ten-hour workday to be 
completed in twelve consecutive hours. 


Toronto Street Railway Rates 


The Mail and Empire, Toronto, Ont., published the follow- 
ing editorial on Aug. 7: ; 
“The Acting Mayor of the city of Toronto is reported to 
have said that he is prepared to favor a flat 1-cent rate for 
the whole civic system of street railways. Possibly he 
takes the view that so long as the city receives upward of 
$1,000,000 a year from the Toronto Railway it ought to 
make the operation of its own lines a charge on that reve- 
nue. But if the city acquired the Toronto Railway’s system 
and operated the entire street railway service, it is not to 
be supposed that Mr. Church or any other member of the 
Council would be in favor of lower fares than those at which 
the company now carries passengers. If any member of 
the present Council, or any candidate for a seat in the next 
Council, would favor for an all-city service, supplied by the 
municipality, lower rates than those charged by the com- 

pany, now is the time for him to say so. 

“For some time the Mayor has been negotiating for the 
purchase of the Toronto Railway. In these columns it has 
long been contended that the only way in which Toronto 
can proceed to provide itself with an extended, well-de- 
veloped, unified street railway system such as it.now needs 
is by acquiring the Toronto Railway’s rights and property 
here. We have not been led to that view by any partiality 
for public ownership. Toronto’s experience of public own- 
ership is a warning against it. But the city has already ex- 
tended its ownership into street railway enterprise and is 
operating lines at a loss. That venture has added confusion 
to a street railway situation that was already unsatisfactory. 
The street railway agreement provides for less than half of 
the area now included within Toronto’s bounds. The large 
proportion of the Toronto Railway’s gross earnings that 
goes into the city treasury ought to be used to develop 
the system. But, of course, the company, which has to 
surrender that money, cannot so use it, and the City Council, 
which has the use of it, can hardly say what it does with it. 
At the same time, the population grows at the rate of more 
than 20,000 a year and expands over a constantly widening 
site. There must be a change, and we can see nothing bet- 
ter than the application to the whole of the public owner- 
ship that has been applied to the part. 

“The Mail and Empire would strongly oppose any scheme 
that would put the control of the system in the hands of the 
City Council. Unless a properly constituted commission is 
provided for in advance of the purchase and unless men of 
the highest trust and business capacity are selected the pur- 
chase should be opposed. In the hands of the City Council 
the system would be administered by statesmanship of the 
‘one-cent flat rate’ type.” 


Chicago Convention Train Arrangements 


The transportation committee for Chicago, northern IIli- 
nois and Wisconsin has atranged with the Pennsylvania 
lines to run a special all-steel train from Chicago to the At- 
lantic City. convention. The train will consist of compart- 
ments, observation car, library, club car, baggage car, stand- 


‘Aucust 16; 21913.| 


ard sleepers and two dining cars, and will be electric lighted 
throughout. The train leaves Chicago at 10.30 a. m. Sun- 
day, Oct. 12, and will arrive in Atlantic City about 9.30 a. m. 
the following day. Harry L. Monroe, of the General Elec- 
tric Company, has been elected chairman of the entertain- 
ment committee, and he and his assistants will undoubtedly 
do everything possible to entertain all the delegates and 
guests. ; 


New Long Island Road Opened.—The Freeport Railroad 
has been completed and placed in operation between the 
depot of the Long Island Railroad and the terminal of the 
‘Great South Bay Ferry Company. Thomas P. C. Forbes, 
Jr., is president of the company and Roland M. Lamb is 
treasurer. 


Municipal Railway Terminal Proposed for San Francisco. 
—The Board of Supervisors of San Francisco, Cal., has 
adopted a resolution directing the city engineer to make a 
preliminary study of the amount of ground required to 
provide a suitable railway terminal at the foot of Market 
Street under municipal control. 


Compulsory Electrification Bill Introduced at Washing- 
_ ton.—Representative Charles M. Thompson, a Progressive 
Republican, of Illinois, has introduced a bill in the House 
at Washington to compel railroads entering Washington to 
electrify their lines within a radius of a score of miles of the 
border of the District of Columbia. 


Progress on New Road.—The new interurban electric 
railway between Grand Rapids and Kalamazoo and the Al- 
legan division of the Michigan Central Railway from Al- 
legan to Battle Creek are both one enterprise. The property 
is in process of construction or alteration by the Michigan 
Railway Engineering Company, Jackson, Mich., and it is ex- 
pected in the near future to operate between Grand Rapids, 
Kalamazoo, Battle Creek and Allegan. It is understood 
that the property will be known as the Michigan & Chicago 
Railroad. 


Mr, Mitten on the Philadelphia Transit Plans.—Thomas 
E. Mitten, chairman of the executive committee of the 
Philadelphia (Pa.) Rapid Transit Company, has written 
to Transit Commissioner Taylor to the effect that the ques- 
tion as to participation of the company in the elevated and 
subway development plans prepared by Mr. Taylor cannot 
be answered until the return of E. T. Stotesbury, chairman 
of the board, who is now in Europe. Mr. Mitten is reported 
to have said that he intends to analyze the recommendations 
‘in order to prepare a report on them for the consideration 
of the directors of the Philadelphia Rapid Transit Company. 


Bus and Coach Line Certificates——The Public Service 
Commission of the Second District of New York is in 
receipt ofa large number of applications for certificates 
of convenience and necessity from persons and corpora- 
tions desiring to operate stage coaches and auto bus lines 
over what are commonly known as “good roads” in vari- 
ous sections of the State. All operating lines over im- 
proved state highways are required by Chapter 495 of the 
Laws of 1913 to apply to the commission for a certificate 
as the basis of their operation. In many counties such 
stage coaches and auto bus lines are being operated with- 
out apparently any attention to this legal requirement, but 
the commission is in daily receipt of new applications. 
Baltimore Company Wins Paving Case.—The Court of 
Appeals of Maryland has announced that the United Rail- 
ways & Electric Company will have to bear no part of the 
‘$s.000.000 now being expended by the paving commission in 
improving local streets. The court flatly decided that the 
‘ city cannot hold the company for any portion of the money 
so to be spent. The estimated saving to the company is 
$1,500,000. The decision of the Appellate Court is merely 
a memorandum opinion to the effect that the city cannot 
hold the company for the cost of repaving Linden Avenue, 
between Dolphin Street and North Avenue. The ground 
on which the decision was based will not be known until 
next October, when the court reconvenes. 
Probable Controversy as to Value of Tracks.—The Sut- 
ter Street Railway, San Francisco, Cal., has presented to 
the city of San Francisco a demand for $25,000, as the city’s 
-wshare of the purchase of the outer tracks on lower Market 
‘Street. The city uses the tracks for the Geary Street Munic- 
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ipal Railway, and the Sutter Street cars of the United Rail- 
roads also run over them. The demand was referred to the 
city engineer by the public utilities committee of the Board 
of Supervisors, which maintained that the company’s fig- 
ures, $51,706, probably represented the actual cost of the 
roadbed and tracks, without allowance for depreciation. 
Half of the company’s appraisement is $25,853, but by the 
terms of the agreement with the railway the city’s share was 
to be no greater than $25,000. 


Successor Commission to the Ohio Public Utilities Com- 
mission.—On Aug. 8 the Public Utilities Commission of 
Ohio passed out of existence to give place to another com- 
mission, provided for in a law passed by the Legislature 
last winter. The members of the new body have not been 
named and Governor Cox has stated that the members of 
the old commission will hold over until new members are 
named. It is said that he has practically decided upon 
Judge Dechant, Middletown, and Oliver Hughes, Columbus. 
Both are Democrats and the latter was a member of the 
old commission. John L. Sullivan, East Liverpool, has 
been spoken of for the third member. Governor Cox, it is 
said, will appoint a member of the so-called Progressive 
party to work with the two Democratic members. 


Interborough Company Power Improvements.—As previ- 
ously noted in the Exectric RaiLway Journat, the Inter- 
borough Rapid Transit Company, New York, N. Y., has 
awarded to the Westinghouse Machine Company the con- 
tract for three 30,000-kw steam turbo-generator units for in- 
stallation in the Seventy-fourth Street station to assist in 
supplying: energy for operating the enlarged New York sub- 
way. It is understood that the company expects to put all 
the generating equipment for the new subways in the exist- 
ing power station, this being possible on account of the 
smaller area taken by the modern units. It is not expected 
to add any more room for boilers. The additional steam 
capacity will be secured from superheaters and improved 
grates and stokers, and it is not thought likely that any ma- 
terial changes will be necessary in the boilers. 


Newark Franchise Grants in Connection with Terminal 
Plans.—Five of the twenty-nine franchises sought by the 
Public Service Railway, Newark, N. J., in connection with 
the proposed electric railway terminal have been granted by 
the Board of Works. Action was deferred on other fran- 
chises that have passed first and second reading, and the 
public hearing on some was continued for one week, while 
six applications remained untouched. The franchises grant- 
ed are for fifty years and will become effective if accepted 
by the company within twenty days.. While none has any 
immediate bearing on the terminal, they will all be employed 
in the operation of the system that.will be created when 
the terminal becomes a reality. The company has substitut- 
ed a new application for the franchise to run an elevated 
structure over Pine Street to the second floor of the ter- 
minal in Park Place. 


Consent Asked for Additional Tunnels Under East River. 
—The Public Service Commission for the First District of 
New York has written to the Secretary of War asking the 
consent of the United States government to the construc- 
tion of two. tunnels under the East River, for operation by 
the Interborough Rapid Transit Company and the New 
York Municipal Railway Corporation under the dual system 
contracts. As the War Department has jurisdiction over 
navigable streams, its consent is necessary before the city 
can proceed with the construction of a tunnel under any 
such stream. One of the tunnels will be built under the 
river from Old Slip, on the Manhattan side, to Clark Street, 
on the Brooklyn side. This will be used by the Inter- 
borough Rapid Transit Company and will connect through 
William Street and Park Place with the proposed West 
Side extension of the existing subway up Seventh Avenue, 
on the Manhattan side, and with the existing subway in 
Brooklyn. The other tunnel will run from Whitehall Street, 
Manhattan, to Montague Street, Brooklyn. It will be oper- 
ated by the Brooklyn company, and will connect on the 
Manhattan side with both the Nassau Street extension of 
the Centre Street Loop subway and the subway running 
up Broadway. On the Brooklyn side it will connect with 
the Fourth Avenue subway. These tunnels will be built 
not less than 45 ft, below the mean low-water mark, as 
established by the government. ; 
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Financial and Corporate 


Stock and Money Markets 


Aug. 13, 1913. 

In the early trading on the New York Stock Exchange to- 
day persistent buying forced many issues to new high levels. 
During the afternoon the tone became irregular, with a de- 
crease in the buying. A number of specialties made mate- 
rial gains for the day, but the majority of the issues, after 
some vigorous advances, showed slight net losses in the 
final dealings. Rates in the money market to-day were: 
Call, 2 @ 2% per cent; sixty days, 3% @ 4 per cent; ninety 
days, 4%4 @ 4% per cent; four months, 434 @ 5 per cent; five 
months, 534 @ 534 per cent; six months, 5%-@ 534 per cent. 

All the Philadelphia stocks ‘closed dull but firm, with 
slight recessions from the top prices. 

Stocks were strong in Chicago to-day and bonds were 
steady. 

In Boston stocks opened dull to-day. There were a few 
recessions from the previous day’s closing prices. Later 
there was a broadening of interest in the market. 

The Baltimore market as a whole tended higher to-day. 
Pennsylvania Water Power issues were a feature. The 
stock transactions totaled 1370 shares; the transactions in 
bonds amounted to $47,000. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Aug. 6 Aug. 13. 
American Brake Shoe & Foundry (common)........... 90% 91 
American Brake Shoe & Foundry (preferred)......-. 129 131 
American Cities Company (common)..........seeee- 37% 37% 
American Cities Company (preferred)............-- 65% 66 
American Light & Traction Company (common).... 345 350 


American Light & Traction Company (preferred)..... 104 104 
American Railways Company 38 


Aurora, Elgin & Chicago Railroad (common). 39% 41 
Aurora, Elgin & Chicago Railroad (preferred).. a8. 82 82% 
Boston’ Elevated RatlwWayiicisiccc «v= rns nrsleth ries eins aus Oe aed 91 
Boston Suburban Electric Companies (common)...... 7% 7% 
Boston Suburban Electric Companies (preferred)..... 55 56% 
Boston & Worcester Electric Companies (common).. * *8 
Boston & Worcester Electric Companies (preferred)... *42 42 
Brooklyn Rapid Transit Company........-.sse++eee-s 88% 89 
Capital Traction Company, Washington.............. 1S) ene 115% 
Chicago’City. Railways. cic ons + carla giaem eete ee aie *165 170 
Chicage~Elevated. Railways. (common)............+++- *2514 25 
Chicago Elevated Railways (preferred)..........-.-- 75 70 
Chicago Railways, ptcptg.5 ctin 1. evi. cian slotesieisis aims *92 92 
Chicago: Railways). picptg.,) tis (2enis ceee~ vise emia eens 27% 26% 
Chicago. Railways, ptcptgsy 1et£./sSiai.ta 2 <!a1o1sers'o ile pisielviateiele *7y4 7 
Chicago Railways, pteptgy, sctha Aye miciew-:-'e cies cles ai siete ts *2Y% 3 
Cincinnati eStrect \ Ratlwaynn o> cieecris 110 ei ietntl= s/s etoreterared al10 105 
Cleveland: \Railway..... ac ssie.<sh sinus sibs soe ieee oiglntalesl ete aera: 103% 
Cleveland, Southwestern & Columbus Ry. (common).. *6 as 
Cleveland, Southwestern & Columbus Ry. (preferred)... *29 a30 
Columbus Railway. & Light~ Company... si. - classleineie 18 18 
Columbus? Railway, , (corimon))) cite ate leva sororities a69 69% 
Columbus, Ratlway (preferred) /oc% oa-9> wcttias «seer a90 88 
Denver & Northwestern Railway...........eeeeeeaes *107 104 
Detroit) United) "Railway. . girs setenietnis sewiehals ots obs sient a70 a80 
General. Electric) Conupatyyaisisc clears ieee xls else eee 140 142% 
Georgia Railway & Electric Company (common)......a114% 114% 
Georgia Railway & Electric Company (preferred).... *82% 83 
Interborough Metropolitan Company (common)..... 15% 1634 
Interborough Metropolitan Company (preferred)...... 58% 60% 
International Traction Company (common)........... 30% 30 
International Traction Company (preferred)......... *95 95 
Kansas City Railway & Light Company (common).... *15 18 
Kansas City Railway & Light Company (preferred)... *36 37 
Lake Shore Electric Railway (common).............. *9 5 
Lake Shore Electric Railway (lst preferred)......... *90 92 
Lake Shore Electric Railway (2d preferred)........ a) 26 
Manhattan’, (Railway scaaveceeteijeish« tue) tem are os ere ieee oer 126 130 
Massachusetts Electric Companies (common)......... *14y4 16% 
Massachusetts Electric Companies (preferred)....... 74% 72 
Milwaukee Electric Railway & Light Co. (preferred).. *90 95 
Norfolk Railway & Light ‘Company... +. osasmecprer 25 Zu 
North ~Ameriean, (Company ce coil + ciseiesteien eater 70% 72 
Northern Ohio Light & Traction Company (common).. a70 a70 
Northern Ohio Light & Traction Company (preferred). ay al100 
Philadelphia Company, Pittsburgh (common)........ 43% 
Philadelphia Company, Pittsburgh (preferred)......... rr 40 
Philadelphia Rapid Transit Company...............-- 23% 23% 
Portland Railway, Light & Power Company.......... *58 55 
Public Service Corporation: o.). ai ome al. eerie 108 109 
Third Avenue Railway, New York.................. 3534 3634 


Toledo-Railways & Light Company............+....-- weal a6 


Twin City Rapid Transit Co., Minneapolis (common)... 104% 104 
Union Traction Company of Indiana (common)...... #4 5 
Union Traction Company of Indiana. (1st preferred).. *80 80 
Union Traction Company of Indiana (2d preferred)... *30 206 
United Rys. & Electric Company (Baltimore)........ 26% 27 
United Rys. Inv. Company (common).............- 223) 25 
United Rys. Inv. Company (preferred).............. *42 45 
Virginia Railway & Power Company (common)...... 53 ~ $2% 
Virginia Railway & Power Company (preferred)..... *89 90% 
Washington Ry. & Flectric Company (common)...... 91 91 
Washington Ry. & Electric Company (preferred)...... * 88% 88 
West End Street Railway, Boston (common)......... 72 71% 
West End Street Railway, Boston (preferred)........ 88 88 
Westinghouse Elec. & Mfg. Company...............- 63%4 68 


‘Westinghouse Elec. & Mfg. Company (lst preferred)... 111 112 
*Last sale. a Asked. i 
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ANNUAL REPORT 
Havana Electric Railway, Light & Power Company 


The Havana Electric Railway, Light & Power Company, 
Havana, Cuba, has published a report for the period ended 
Dec. 31, 1912. In this report F. Steinhart, president of the 
company, says in part: 

“Tt is well known to many of you that for some time past 
the management of the Havana Electric Railway has had 
under consideration the question of entering into the electric 
lighting and power business in the city of Havana and its 
suburbs, and as well the method of raising the large amount 
of capital required for that purpose, and that one of the 
propositions considered was the amalgamation of the inter- 
ests of the shareholders of that company with those of the 
stockholders of the Compafiia de Gas y Electricidad de la 
Habana, which company controls practically all the lighting, 
both gas and electric, in the city. 

“After careful consideration, bearing in mind that many 
of the leading families of Havana have their fortunes in- 
vested in stocks of both the companies mentioned and to 
avoid great harm to the money value of said securities, a 
plan for the amalgamation of the Havana Electric Railway 
and the Compafiia de Gas y Electricidad de la Habana was 
formulated by Messrs. Speyer & Company of New York, 
under date of March 8, 1912, and as a result thereof your 
company, the Havana Electric Railway, Light & Power 
Company, was incorporated under the laws of the State of 
New Jersey under date of March 26, 1912, with the objects, 
among many others, of acquiring and holding $5,00c,o00 par 
value, or any less amount, of the preferred capita) stock of 
the Havana Electric Railway, $7,500,000 par value, or any 
less amount, of the common capital stock of the last men- 
tioned company, and $6,000,000 of the capital stock of the 
Compafiia de Gas y Electricidad de la Habana, and to con- 
struct in the West India Islands, acquire, improve, develop, 
operate and manage railways, wharves, piers, docks, ware- 
houses, harbors, dams, tunnels, bridges, viaducts, subways, 
conduits and pipe lines in said islands, together with any 
other buildings or works capable of being advantageously 
used.in.the transportation or care of freight or passengers, 
or the laying of cables, wires, pipes, etc., to generate, ac- 
cumulate, distribute and supply electricity and gas for light, 
heat, power, signals and other purposes; to construct, own 
and operate lines for the conveyance of electric current for 
telegraph, telephone, cable and other purposes; to construct, 
own and operate electric telephone exchanges; to make. 
own, sell or lease the machines, instruments, apparatus and 
other equipment necessary for the generation, distribution, 
accumulation and employment of gas and electricity or 
either of them for any purpose; to manufacture, use and sell 
gas and electricity or either of them for any and all lawful 
purposes, etc. 

“The fusion or amalgamation was agreed upon to date 
from April 1, 1912, and consequently this first report covers 
only a period of nine months. 

“The plan formulated by Speyer & Company, New York, 
has met the approval of all, as is shown by the fact that on 
Dec. 31, 1912, 50,270.74 shares of the Compafiia de Gas y 
Electricidad de la Habana had been deposited for the pur- 
pose of exchange for securities of your company, and of the 
Havana Electric Railway stock 49,455 preferred and 74,462.12 
common shares had been deposited for like purpose. 

“Negotiations have been entered into for the construction 
of a new and modern 37,500-kw electric power plant. also 
for a new enriched water-gas plant consisting of two dupli- 
cate units, each with a capacity of 3,500,000 cu. ft. per day. 

“Tt is expected that the gas plant will be completed and 
ready for operation in July of the coming year and that the 
electric plant will be in regular service early in 1or4. 

“The island of Cuba is in a highly prosperous condition. 


_ Investments in productive industries have yielded most en- 


couraging returns and are being extended on a large scale. 
Important and long-needed improvements are being carried 
out in the harbor and water front of Havana which will in- 
crease the capacity and effectiveness of the port. in connec- 
tion with which the railroad freight terminals are being ex- 
tended and have already been greatly improved during the 
past year. A new and modern union Spassengen pena hass 
just been put into operation. 
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“The growth of population in Havana and its environs 
has been large and wholesome as shown by the unusual 
amount of building construction, especially in the newer 
residence districts, and the extreme scarcity of unoccupied 
buildings of any sort, together with the steady increase in 
the street railway traffic. 

“There is every reason to believe that the prosperity and 
confidence felt throughout the island and especially in this 
city, its commercial center, will be reflected in the earnings 
and growth of your company, which is prepared with every 
necessary element in order to meet whatever demands of a 
private or public nature will be made upon it in the illumi- 
nation and transportation necessities of the city and its 
suburbs. 

“In conclusion we wish to express our sincere apprecia- 
tion of the earnest and untiring efforts of the management 
and the entire staff of employees during the period covered 
by this report, which the heavy demands incident to the con- 
solidation and reorganization of the company, in addition 
to their usual duties, have made exceptionally difficult and 
arduous to all.” 

A table was attached to the report, from which was ob- 
tained the following revenue and profit and loss statement 
for the nine months ended Dec. 31, 1912: 


Earnings: 
DALEW OL Pele CkrIGlt yD vc. s.s-s0e "iets: f+ vinsicls.groere's Mee os «+. $959,781 
Sale Of (gaSei.5.i.c%,00-0 Rrapeva ald caste) ovelaisyoretas sca crnecaoe Eee 
Miscellaneous ......... ORD Eee om An APE setsinicice aL Oo, 004 


MC OSSIMEAITI OS MER ee ya Maate rcs tare eh. oickcl «.ctolevsie Rie aia eae 
Operating expenses: 

Mlectric light “departments 12.000 css. cs cence ce $278,989 

Gas department 261,481 


Total operating expenses............ es An. eee 


$1,653,144 


i ee i ae re a? 


540,470 
$1,112,674 


> 


$1,599,921 


INetmearnings from wOPerAtlON', eisyscc cece eers jelous se\sicie ee e's 
HueoMen trans SECULIIES OWNEC. cAlswov ee oe coc Cane Seaecs ace 


PEotalesncomemnor periOdras s deie.sc icles c 26 ele cele ciecedie ele od 
Deductions from income: 

Biptsce Sime vateye rete cites aha evanietevtay aecveuers: ov ofa, Sle aie avn cia a ole'w eee $41,624 

RENCE Peteetal gan hateh Houase whe fouste yea ea leta's alle <i -aiavecens 476,047 


517,672 


Nata EO ESI eietehave tester ie tetaiacciais chara ait eele Mae Bidie, ote Rlessrese's $1,082,249 
Dividend No. 1, 3 per cent on $15,000,000 of pre- 

ferred. stock, Nov, 167 1912. 62.00 6 eldest cgwces $450,000 
Dividend No. 1, 2% per cent on $15,000,000 of 

common stock, Nov. 16, 1912 337,500 


Total dividends 


787,500 
$294,749 


Appended to the above report there was also a statement 
from Warren Bicknell, president of the Havana Electric 
Railway, which was one of the parties to the amalgamation 
forming the new corporation, the Havana Railway, Light & 
Power Company. 

This statement regarding the Havana Electric Railway 
follows in part: 

“The gross earnings of the railway and stage properties 
of the Havana Electric Railway for the years 1907-1012, 
inclusive, were as follows: 


_ _Increase 
: in Percentage 
Earnings 


Over Previous Year 
FOO Hera tievereicaa iece-sa3 Ripe e chsibe elauee fetes. eieitera $2,143,122 Ba 
NO Siac srotecarchenet sialic ei aisle sete tes; aici ene At Re 2,276,807 6.23 
TOU GPa avste eimai Nalerevererets sie ieta's eneteie: aa bierens 2,488,647 9.30 
UOMO ess Sauchaxensravs jae veidrereisasionsteten sie jelare 2,656,979 6.76 
OMG peetete cetera chetatccevelsracese cis she o sys eel ee 2,991,501 12.59 
OMA Ree reeee ae ircrrrziceatct wat eiedy, wienersiensM\anebake eliene 3,144,141 5.10 


“The following is a condensed statement of the results of 
operation of the properties of your company for the year 
1912: 


(GOS CHENEY SC cocinn do AQ heyy Ov DET EOOD COO IOTOO.De 0, ocon $3,144,141 
OEE AMIIO MEK DENSES Ue atey sels fl slevekalcinis fsecocere tl sic e's 'S 0.6, oh alevstegetenpraials 1,626,380 
Barnimes lesswoperatige EXPENSES ..- <a... sj. sie + 24 eas eieies $1,517,761 
Bixedipcnasees: ase! Mtax€Si: Sic cic. sate oan Sta Ria eee eb Jecienstcecraeinie 493,873 
$1,023,888 
OEE Gane EOI es aigie aie sce) vey aiels) «ene ara us Bia wists lays terete sceserecdeie 26,502 
Surplus earnings for the year available for use of company $1,050,390 
ee Surplucmlaner tn Ola! adjusted. cee as ciaigct0 creas wines $1,327,208 
AIMORtIZEC A NGNGWAIS COUN tinan iiatareatele sare aleve hiaerere 201,616 
1,125,592 
ET OLA REAP aR Peete NII AT Ri gad « vinta Nehciclai sls Meier meonae $2,175,982 
Dividends paid during year 1912: ; 
6 per cent.on preferred shares...............00+ $300,000 
6 per cent on common shares..............-...: 450,000 
; : Miles 
Single-track mileage owned Dec. 31; 1912.............-+-..+--0-s 65.70 
‘Revenue ‘track mileage owned Dec.°°31, 1912..............0.e00ss 55.90 


Average revenue track mileage operated. during 1912............ 1D lS, 


ELECTRIC RAILWAY 


JOURNAL . 279 


Ratio Operat- 


Operating Gross Railway Net Railway ing Expenses 
Railway Earnings per Earnings per — to Gross Earn- 
Mileage Track Mile Track Mile ings (per Cent) 

BG bip isha % 50 $31,406 $12,252 60.98 

Gra ete 50 36,218 16,923 SE PETE 

ayes ei ake 50.4 38,448 19,168 $0.15 

51.5 40,908 22,360 45.34 

51.5 44,128 23,600 46.52 

Bh it 53.9 48,016 25,535 46.82 

srsickers 55.15 49,939 26,165 47.59 

Stage Lines: 1911 1912 

Grouch Gartin eserr tas tety actssieal ate stacdetoraerey tare tees $403,451 $390,001 
Operating “expenses, wepcaccse ove cces as Heveuees tere he 307,617 315,279 
Niet Year Nines ss, fersreischeterete vel te atecatele aioe ve locncterente $95,834 $74,722 


“The statements of earnings contained in this report are 
exceedingly gratifying to your officers and directors, and 
when the difficulties attending the operation of the property 
are taken into consideration, it will be appreciated that great 
credit is due to General Manager Steinhart and his operating 
organization for the excellent results which they have ob- 
tained with the property. 

“It affords me gratification to report that the plans form- 
ulted for the amalgamation of the properties of the Havana 
Gas & Electric Company and the Havana Electric Railway 
have received the hearty approval of the shareholders of 
your company, evidenced by the deposit of shares aggregat- 
ing over 99 per cent of all outstanding shares for conversion 
into shares of the new corporation, which it is proposed 
will be known as the Havana Electric Railway, Light & 
Power Company. 

“It is contemplated that the legal steps necessary for the 
complete fusion of the Havana Electric Railway with the 
Havana Electric Railway, Light & Power Company will be 
taken at an early date.” 


Calgary Municipal Street Railway 


The city clerk of Calgary, Can., has compiled a manual 
of 166 pages in regard to the municipal undertakings of the 
city, a considerable part of which is devoted to a review of 
the Calgary Municipal Street Railway. Figures of earn- 
ings are presented from July 5, 1900, to June 30, 1910, from 
July 1, 1910, to June 30, 1911, from July 1, 1911, to June 30, 
1912, and for the four months ended Oct. 31, 1912. The 
system in Calgary was placed in operation on July 5, 1909, 
with two cars. On July 1, 1910, there were fifteen cars in 
service; on July 1, 1911, twenty-two cars; on July I, 1912, 
forty-eight cars, and on Dec. 31, 1912, fifty-four cars. The 
system as first opened comprised 3 miles of track, whereas 
on Dec. 31, 1912, there were 59 miles of track. Service was 
begun with sixteen employees, whereas on Dec. 31, 1912, 
there were 269 employees. Since 1005 the population has 
increased from 12,500 to 85,000 for 1913, estimated. The 
system is operated by the city commission, consisting of 
Mayor J. W. Mitchell, chairman; A. G. Graves and S. J. 
Clark as commissioners, with T. H. McCauley as superin- 
tendent. 

The power department is operated separately from the 
railway and supplies the city with light and power and 
charges the railway for such power as it uses at 2 cents 
per kw-hr. Five classes of tickets are sold, namely, school 
tickets, good to. and from school for adults and any time 
for children, ten for 25 cents; work tickets, good morning 
and evening, eight for 25 cents; ordinary tickets, good any 
time, six for 25 cents; ordinary tickets in book form in 
lots of twenty-five at $1, and pads of civic employees’ 
tickets, thirty for $1, the latter charged to the departments 
in which they are used. No passes are issued. Transfers 
are made over the different routes at ten different points in 
the city and the establishment of a special labor fare be- 
tween I2 noon and 2 p. m. is being considered. Employees 
are paid a sliding scale as follows: first three months’ 
service, 28 cents an hour; second six months, 30 cents an 
hour; second year, 32 cents an hour; third year, 34 cents 
an hour, and after the third year, 35 cents an hour. A sick 
benefit association has been established among the men 
and free club rooms have been provided. 

The statement-of earnings from July 1, 1911, to June 30, 
1912, as contained in the report, shows the surplus from 


operation to be $196,639 and the net profit to be $107,253. 


During the year mentioned 12,041,530 passengers were Car- 
ried and the car mileage was 1,643,328. 


280 


Birmingham-Tuscaloosa Railway & Utilities Company, 
Birmingham, Ala.—The Birmingham-Tuscaloosa Railway & 
Utilities Company, which was incorporated in Alabama in 
February, 1913, with $3,500,oco of capital stock, has filed a 
mortgage to the Fidelity Trust Company, Philadelphia, Pa., 
as trustee, to secure an issue of $5,000,000 of 5 per cent 
bonds, dated March 1, 1913, and due March 1, 1938, and has 
pledged the entire lot as collateral for an issue of $3,500,000 
of 6 per cent three-year notes dated May 1, 1913, due May 1, 
1916. The notes are subject to call on and after Nov. 1, 
1913, at Ior and interest. The proceeds of the notes will be 
ased for improvements and additions to the plants in 
Tuscaloosa and to extend the electric railway to Birming- 
ham, more than 50 miles. The Birmingham-Tuscaloosa 
Railway & Utilities Securities Company was incorporated 
in Virginia in March, 1913, as a holding company with 
$3,500,000 of stock and owns the entire stock of the Birming- 
ham-Tuscaloosa Railway & Utilities Company. 

Brantford (Ont.) Street Railway.—Court actions have 
been commenced by the city of Brantford against the 
Brantford Street Railway to recover this year’s street 
railway taxes. The street railway owes the city approxi- 
mately $209,000, and two actions have been entered to re- 
cover same. A campaign has been started to have the 
city acquire the street railway. 


Cincinnati (Ohio) Street Railway.—Alfred J. Becht, 
secretary and treasurer of the Cincinnati Street Raiway, 
has been elected a director of the company to succeed 
Briggs Cunningham, deceased. 


Cleveland (Ohio) Railway.—The statement of the Cleve- 
land Railway for June shows receipts of $605,800. Owing 
to the large amount of maintenance work done and the 
cost of arbitration, the statement shows an actual deficit 
of $53,900 and a book deficit of $36,436. To liquidate the 
cost of arbitration $5,000 was taken from the operating al- 
lowance and $14.561 from the interest fund. The amount 
gained for the month toward making up a deficit of 
$28,000 in the operating fund was $801. The amount now 
in the interest fund is $616,365. 


Cleveland, Southwestern & Columbus Railway, Cleveland, 
Ohio.—The Cleveland, Southwestern: & Columbus Railway 
has been authorized by the Public Service Commission of 
Ohio to issue and sell its twenty-five-year 5 per cent first 
consolidated mortgage gold bonds of the aggregate prin- 
cipal sum of $251,060, the proceeds to be used to reimburse 
the petitioner’s income for expenditures aggregating $122,- 
310, and to acquire real estate and extend and improve the 
company’s interurban lines, such bonds to be sold for the 
best price obtainable, but for not less than 85. 

Dominion Traction & Lighting Company, Ltd., Toronto, 
Ont.—The Dominion Traction & Lighting Company, in- 
corporated on Jan. 16, 1913, with an authorized capital 
stock of $12,500,000, has acquired the total capital stock 
and $1,000,000 of bonds of the Windsor (Ont.) Gas Com- 
pany, Ltd., and ail of the $750,000 of first mortgage bonds 
of the Windsor, Essex & Lake Shore Rapid Railway. The 
share capital issued and fully paid up consists of $500,000 


of preferred stock and $2,500,000 of common stock. The 


Investment Registry, Ltd, London, Eng., recently offered 
for the company at 93 per cent $1,250,000 of its present 
issue of $1,450,000 of first mortgage thirty-year 5 per cent 
gold bonds of 1913. The officers of the Dominion Trac- 
tion & Lighting Company, Ltd.. are William C. Kennedy, 
president; Charles T. King, Edmund I. Sculiy, Thomas 
P. Pincard and T. Le Suer, directors. 


Lehigh Valley Transit Company, Allentown, Pa.—It is 
reported that practically all of the recently offered first 
mortgage 5 per cent bonds of the Lehigh Valley Light & 
Power Company, a subsidiary of the Lehigh Valley Transit 
Company, have been sold. The Lehigh Valley Light & 
Power Company is a merger of light and power companies 
controlled by the Lehigh Valley Transit Company. The 
Light & Power bonds are dated April 1, 1913, and are due 
April 1, 1943, the authorized issue being $2,000,000. By 
creating a separate organization for its light and power 
companies the Lehigh Valley Transit Company is able to 
finance its light and power requirements without drawing 


upon bonds reserved in its refunding and improvement - 


issue, which will thus be available for use in extensions and 
improvements of the railway department. 
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Medfield & Medway Street Railway, Westfield, Mass.— 
Receiver Eugene H. Mather gives legal notice that, pur- 
suant to a decree of the Supreme Court entered on July 11, 
1913, in the case of the Old Colony Trust Company vs. the 
Medfield & Medway Street Railway, defendant, he will sell 
the road at public auction on Sept. 15 at the office of 
Hayden, Stone & Company, Boston. 


New York Municipal Railway Corporation, Brooklyn, 
N. Y.—The Public Service Commission for the First Dis- 
trict of New York has approved a further issue of $400,000 
of the capital stock of the New York Municipal Railway 
Corporation. This company’s total authorized capital is 
$1,000,000, and when it was organized the commission al- 
lowed an issue of $100,000 to cover preliminary expenses. 
With the $400,000, just ailowed, the company now has per- 
mission to issue one-half of its total capital stock. In 
granting permission to issue this $400,000, the commission 
stipulates that it shall be sold at not less than par, that it 
shall be issued for money, and that the proceeds shall be 
applied only to the following purposes: “For acquisition 
of property, or for construction, completion, extension or 
improvement of its facilities, or for the eicis ae or law- 
ful re-funding of its obligations.” 


Northern Illinois Light & Traction Company, Ottawa, 
Iil—The Northern Iilinois Light & Traction Company 
has increased its capital stock from $250,000 to $750,000. 


Oakland, Antioch & Eastern Railway, Oakland, Cal.— 
The Oakland, Antioch & Eastern Railway has applied to 
the Railroad Commission of California for-a ruling to de- 
termine whether $500,000 of its bonds placed on contract 
were legally issued. The $500,000 in bonds are part of 
the issue the proceeds of which were used to construct 
the line from Bay Point to Sacramento. The directors of 
the company have called an assessment of $5 a share on 
the 100,000 shares of capital stock outstanding, the $500,000 
so realized to be devoted to the purchase of equipment. At 
the same time an assessment of $10 a share was called on 
the 35,000 shares outstanding of the Oakland & Antioch, a 
subsidiary. The Oakland, Antioch & Eastern Railway 
owns 34,500 shares of this stock. 

Ohio Traction Company, Cincinnati, Ohio.—Application 
has been made by the Ohio Traction Company to the 
Public Service Commission for permission to issue $300,000 
of additional preferred stock. The reason for the issue is 
the prospective changes in Cincinnati caused by the general 
re-routing of the city lines, the company estimating its ex- 
pense at $302,312. If allowed, this will bring the total out- 
standing stock to $8,800,000. j 

Pacific Gas & Electric Company, San Francisco, Cal.— 
The Railroad Commission of California has authorized the 
issue by the Pacile Gas & Electric Company of $5,000,000 
of general and refunding mortgage gold bonds, maturing . 
on Jan. 1, 1942, to bear interest at the rate of 5 per cent per 
annum, payable semi-annually, under the terms of the 
mortgage made on Dee. 1, 1911, to the Bankers’ Trust Com- 
pany, New York, corporate trustee, and Frank B. Anderson, 
San Francisco, individual trustee. The authorization of the 
company is dependent upon execution of the following con- 
ditions: (1)-The Pacific Gas &'Electric Company may 
sell $1,590,0co cf bonds to net the company not less than 85 
per cent of the par value of the principal thereof, besides 
interest accrued thereon, or, as an alternative, shall have 
the right to pledge the bonds as security for notes of a 
period of less than twelve months, this indebtedness to be 
not less than 75 per cent of the face value of the bonds 
pledged. The proceeds of the sale or pledge of said bonds 
shall be applied only for the discharge or re-funding of 
obligations of the company incurred for the acquisition of 
property, the construction, ccmpletion, extension or im- 
provement of facilities and the maintenance of service 
during March, April and May, 1913. (2) The Pacific Gas 
& Electric Company may sell $3,410 000 of, bonds for not 
less than 85 per cent of the par value of the principal thereof 
besides interest accrued thereon. The proceds of this sale 
should be applied only to discharge or re-fund similar obli- 
gations of the company incurred subsequent to May 31, 
1913. The authority given to issue bonds shall apply only 


to bonds issued on or before June I, 1914. 


St. John (N, B.) Railway.—The St, John Railway is 
issuing $200,000 of new stock to cover the cost of extending 
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its lines. Some time ago efforts were made by the company 


to float a bond issue of the same amount, but under present 


conditions in the money market the bonds were not taken 
up and a stock issue was substituted. Present holders of 
stock have the right to subscribe for the new issue on the 
basis of one share of new stock to four of their present 
holdings at. par. 


Springfield, Clear Lake & Rochester Interurban Railway, 
Springfield, Ill—The property of the Springfield, Clear 


‘Lake & Rochester Interurban Railway was sold for junk 


on Aug. 2 to Abraham Barker, Springfield, for $12,650. It 
is estimated that about $6,650 of this amount will be dis- 
tributed among the bondholders. The rest will be con- 
sumed in court costs. The road has not been operated for 
about a year. 

Toronto (Ont.) Civic Lines—A nominal profit of $1,477, 
with an actual deficit of more than $10,000, is shown in 
the report of Acting City Treasurer Patterson for the first 
seven months of the operation of the Toronto Civic Car 
Lines on Gerard Street. The cost of the line was $283,000. 
The revenue for one month in 1912 and six months in 
1913 was $16,206, while the expenditures during that period 
were $14,819. Charging of interest and sinking fund at 7 
per cent, the figure given by the treasury department, 
leaves a deficit of approximately $10,000. 

Washington (D. C.) Utilities Company.—A mortgage 
has been made by the Washington Utilities Company to 
the United States Mortgage & Trust Company, New 
York, N. Y., as trustee, to secure an issue of $1,500,000 
of one-year 5 per cent collateral gold notes dated May 
I, 1913, and due May 1, 
interest date at par and interest as a whole or in principal 
amounts of $50,000 or multiples thereof. The notes are 
secured by the pledge of 27,500 shares of the common 
capital stock: of the Washington Railway & Electric 
Company. 


Dividends Declared 


Binghamton (N. Y.) Railway, 2 per -cent. : 

Central Arkansas Railway & Light Company, Hot 
Springs, Ark., quarterly, 134 per cent, preferred. 

Federal Light & Traction Company, New Work, UNE VY 


quarterly, 1% per cent, preferred. 


Illinois Traction System, three-quarters of I per cent, 
common. 

Rochester Railway & Light Company, Rochester, N. Y., 
quarterly, 114 per cent, preferred. 

Portland Railway, Light & Power Company, Portland, 
Ore., quarterly, 114 per cent, preferred. 
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CLEVELAND, PAINESVILLE & EASTERN RAILROAD, 
WILLOUGHBY, OHIO 


{ Gross Operating Net Fixed Net 
Period Earnings Expenses Earnings Charges Surplus 
lm., June, 713 $40,989 *$21,731 $19,257 $10,396 $8,861 
ug eS "12 40,935° *22,360 18,576 9,977 8,599 
Gi sé *13 188,540 *106,540 81,944 62,544 19,400 
On +H ali 175,985 ~*108,704 67,281 59,429 7,852 


DETROIT (MICH.) UNITED RAILWAY 
Im., June, °13 $1,186,156 $772,174 $413,982 $179,245 $234,737 
Ins ce 712 1,045,442 668,195 377,247 176,174 201,073 
6S i ge 6, 394,670 4,214,029 2,180,641 1,076,108 1,104,533 
6* x2 12 - 5,490,941 3,494,998 1, 995, 943 1,066,026 929,917 


FEDERAL Egat & TRACTION COMPANY, NEW YORK, N. Y. 


1m. 2 June, $180,935 $108,230 PMA ieeosh Coosie: 0 Saemtno 
1% 12 162,894 97,774 65; P20 se notorere reer» rumen dare 
6<* ne "13 1,181,533 675,136 SUR RS ckcaeont op terdn cron 
6 a 12 1,038,339 601,389 436 950 Rete cut Non aiconn 


LAKE SHORE ELECTRIC RAILWAY, CLEVELAND, OHIO 


im) June, 713 $127,571 *$74,406 $53,165 $35,315 - $17,850 
bee 4 "12 120,915 *64,294 56,620 35,138 21,483 
oe x 23 626,503 *404,767 221,735 210,286 11,449 
6.56 2 712 587,251 *358,532 228,719 208,874 19,845 


NORTHERN OHIO TRACTION & LIGHT COMPANY, AKRON, OHIO 


imi emune, = 13 $291,518 *$178,355 $113,163 $45,214 $67,949 

se ie "12 276,961 *154,489 122,472 43,817 78.655 
Oise Ly 713 1,497,238  *928,458 568,780 270.724 298,056 
6 “ 3 "12 15377,326 *792,830 584,505 262,925 321,580 


REPUBLIC RATLWAY & LIGHT COMPANY, YOUNGSTOWN, OHIO 
Im., June, “13 $248,669 *$152,028 $96,640 $41,992 ‘$54, 648 


"12 2A4 Dade 29 Ase 85,559. 43,943 41,616 
ee met lg) 2,842,175 *1,723,933 1,118,242 535,029 583,213 
12 ee sd 712 2,518,450 *1,511,712 1,006,738 531,378 475,360 


*Includes taxes. 


1914, but subject to call on any . 
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Traffic and Transportation 


Dealing with the Rowdy in Baltimore 


As the result of a complaint against conditions of rowdy- 
ism and unseemly conduct prevailing at times on the cars 
of the Westport branch of the John Street line of the 
United Railways & Electric Company, Baltimore, Md., the 
Public Service Commission of Maryland entered an order 
under date of July 22 directing the company to turn back 
some of its cars operated to Kline’s Park as an experiment 
to learn whether or not that measure will afford patrons 
who board cars on Maryland Avenue reasonably comfort- 
able facilities. The opinion by Chairman Laird is particu- 
larly interesting because it shows forcibly the effort of the 
company to deal with the rowdy element. Referring to 
this phase of the matter, the commissioner says, in part: 

“The argument of the company is that it, as a common 
carrier, cannot refuse passage on its cars when. demanded by 
a person who at the time is behaving in a proper manuer, 
and this contention cannot be successfully combated. The 
company does not, however, seek to escape responsibility 
when disorder occurs, but uses every effort to have offenders 
arrested and prosecuted. According to the testimony of its 
assistant general manager, before the excursion season opens 
the matter is taken up with the chief of police of Baltimore 
City and the chief of police of Baltimore County, and extra 
patrolling of the line is provided for. In addition to this 
the company places inspectors on the line to observe condi- 
tions and assist the car crews in bringing violations of the 
law to the attention of the proper officers. Even within the 
city limits special details of policemen are stationed to watch 
the Westport cars. 

“The United Railways & Electric Company has no power 
to keep the peace except by stimulating the police force to 
greater vigilance and activity and it seems to have exhausted 
its influence in that direction. An increase of the police 
force during the excursion season would undoubtedly have a 
salutary effect. The company is interested, as are the pa- 
trons, in having a service free from complaints, which are 
expensive in both time and money.” 

In conclusion the commissioner says: 

“The suggestion is made by the complainants that a 
cross-over located on Maryland Avenue in the locality of 
the Farmers’ Rest, and the running of a certain number 
of cars no farther than that point, would afford a consid- 
erable measure of relief, as the disorderly element being 
congregated farther on the route and. having ample 
cars for its accommodation would give to those who board 
cars on Maryland Avenue reasonably comfortable facili- 
ties. The officers of the company argue that the relief 
would be so slight as to be negligible. Nobody knows what 
the effect may be. At least it will be an inexpensive ex- 
periment, and we think it is not going too far to require 
the company to put it into operation. Enough of the pres- 
ent excursion season remains to give it a fair trial, and it 
is the only plan which at the moment seems feasible.” 

An order in accordance with this opinion has been passed 
and the service was to begin not later than Aug. t and be 
operated from-a cross-over switch to be installed on Mary- 
land Avenue on the crest of the hill north of the turn into 
Fish House Road. Cars will be run both ways not more 
than fifteen minutes apart during the excursion hours. 
Transfers from this service to the cars which go on to the 
river resorts are forbidden. The latter provision, it is hoped 
by the commission, will prevent the excursion passengers 
from using the service intended for the residents. 


Recent Publicity in Minneapolis 


The Twin City Rapid Transit Company, Minneapolis, be- 
lieves in the efficacy of advertising, both in newspapets and 
by circulars. In ome recent newspaper advertisement it ex- 
plains several changes necessitated in its lines by various 
building improvements which are about to be undertaken in 
that city. The Twin City Lines asks the indulgence of its 
patrons for the temporary and unavoidable irregularities of 
service that may occur during these municipal improve- 
ments. In another it calls attention to,the re-routing of 
lines which will be made necessary by the building of the 
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Minneapolis Union Passenger Station, and to the occasional 
necessity of single-track service on the Washington Avenue 
South lines, owing to repaving. Half a mile of the “Como- 
Harriet-Hopkins” line will also be reduced to single track 
because of municipal water mains and a sewer in process 
of construction along this line. Other recent newspaper ad- 
vertisements describe the attractions of visits to Wildwood 
Park and Lake Minnetonka—reached by the Twin City Lines 
—and to the new Minnesota State Prison, about which this 
company is distribiting a special pamphlet, outlined in the 
issue of the Execrric Raitway JourRNAL of July 19, 1913, 
page 120. 

Each advertisement contains the sentence: “Complaints 
and suggestions always receive prompt, courteous attention.” 
This statement is followed by the name, address and tele- 
phone number of the general passenger agent, A. W. War- 
nock, 


Employees’ Field Meet.—The employees of the Beaver 
Valley Traction Company, New Brighton, Pa., held their 
second annual field meet at Junction Park on Aug. 5, 1913. 
More than 130 prizes, consisting of various small articles, 
were distributed among the winners of the events. There 
was a total attendance of about 500, 300 remaining for the 
dance in the evening. 

Wisconsin Automobile Law Amended in Interest of Rail- 
way Passengers.—The Wisconsin Senate has concurred in 
an amendment by the Assembly to the automobile bill 
passed earlier in the session which provides that all automo- 
biles must come to a full stop when coming up to a street 
car that has stopped and that the automobile must not pro- 
ceed until the car has been started. 


Fare Reduction Asked in Oregon.—Complaining that the 
residents of Wichita, Brookside, Stanley, Bell Luther and 
Watson are charged 10 cents car fare, while residents of 
Lents are charged only 5 cents, S. L. Mullan, secretary of 
the Wichita Club, recently asked the State Railway Com- 
mission to compel the Portland Railway, Light & Power 
Company, Portland, Ore., to give Wichita a 5-cent fare. 


Hearing in Regard to Service in Camden.—At the hearing 
on Aug. 6 in regard to the adequacy of the service of the 
Public Service Railway in Camden, N. J., R. E. Danforth, 
general manager of the company,: said that in comparison 
with other cities similarly situated the number of persons 
who are compelled to stand in Camden was extremely small. 
ae commission announced that it would convene again on 

ept. 16. 


Complete Record of Philadelphia Co-operative Plan.— 
A complete record of the operations of the co-operative plan 
of the Philadelphia (Pa.) Rapid Transit Company is con- 
tained in four handsomely bound small volumes, prepared by 
the management, which contain all the co-operative bulletins 
issued to date, the text of the co-operative plan. and details 
as to the pension and beneficial arrangements, operating 
rules, etc. 


Birmingham Company Offers to Reduce Fare.—In a com- 
munication to the City Commission the Birmingham Rail- 
way, Light & Power Company, Birmingham, Ala., has of- 
fered to reduce its fare from Fairfield and Wylam to Bir- 
mingham from 10 to 5 cents. In the communication the 
company sets forth that as the two communities are grow- 
ing ones, the reduction is made as an accommodation to the 
patrons of that section who have been paying Io cents. 


Employees’ Relief Association in Richmond.—The em- 
ployees of the Virginia Railway & Power Company, Rich- 
mond, Va., have formed a relief association, and there are 
already many applications for membership. The local or- 
ganization is to be an extension of the association which 
already exists in Norfolk and Portsmouth. It is to include 
Petersburg, and will be known as the Richmond and Peters- 
burg division of the Virginia Railway & Power Company’s 
Relief Association. 

Through Routes in Buffalo—In an effort to relieve the 
congestion in the principal streets in the down-town sec- 
tion of the city, the International Railway, Buffalo, N. Y., 
has announced that car lines operating east of Main Street 
-will join with lines operating west of Main Street, thus 
making through car lines from the East to the West Side 
of the city. Heretofore East Side cars made Main Street 
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a terminal. West Side cars did the same. Under the new 
system the routes will be joined and cars will be operated 
across Main Street. 


Agreement in Regard to Wages.—An agreement in regard 
to wages has been reached between the officers of the Bos- 
ton & Worcester Street Railway, Boston, Mass., and the 
employees of the company. The trainmen will receive an 
increase in wages of 1% cents an hour from Aug. I to Aug. 
I, 1914, and 2 cents an hour from Aug. I, 1914, to Aug. I, 1915. 
The new scale is 23% cents an hour for the first year, 24% 
cents for the second year, 25% cents for the third year, 26% 
cents for the fourth year, 27% cents for the fifth year and 
2814 cents an hour thereafter. The increase is one-half cent 
an hour for the first five years’ service, and I cent an hour 
after five years. This is the scale for motormen and con- 
ductors until Aug. 1, next year. The scale will be increased 
one-half cent at that time. Barnmen, shopmen and power 
station men in the employ of the company will receive an 
advance of 5 per cent. 


Smoking Prohibited on Cars in Greater New York.— 
The Public Service Commission for the First District of 
New York has adopted an order directing all street rail- 
ways in the city of New York to prohibit smoking or the 
carrying of lighted cigars, cigarettes and pipes on the cars 
or the platforms of cars operated by them, except the open 
cars having running boards along the sides and having 
seats accessible directly from such running boards. On ~ 
such cars smoking will be permitted on the four rear seats 
of each car, including the seat on the back platform. The 
order also prohibits smoking or carrying lighted cigars, 
etc., in the stations, station platforms, station stairways, 
waiting rooms, waiting cars or shelters. The companies 
are required to enforce these regulations and to post con- 
spicuously in cars and stations proper notices stating that 


once. 


onc practices are prohibited. The order takes effect at 


ree Transportation of Poor Sanctioned in Massachusetts. 
—Under the new Massachusetts railroad law there is some 
question whether the companies have a right to continue to 
give free transportation to the poor or representatives of the 
poor, and the Boston Elevated Railway and the Bay State 
Street Railway asked the Public Service Commission wheth- 
er they would be permitted this year to be as charitable as 
in the past. The order of the commission authorizing the 
several companies to give free cars and free tickets this 
summer reads as follows: “After consideration, in view of 
the fact that railroad corporations have heretofore granted 
free transportation to such charitable organizations, and 
that such organizations have made their plans anticipating 
that no change will be made in tht respect, it is ordered 
that the commission approve the giving of the free transpor- 
tation specified in said petition and accompanying schedule, 
upon the understanding that this action shall not be con- 
strued as establishing a precedent for similar action in the 
future.” 


Full Bench to Consider East Boston Tunnel Toll Situa- 
tion.—The full bench of the Massachusetts Supreme Court 
will sit upon the issue to enjoin the city of Boston from col- 
lecting a toll of 1 cent from every passenger in the East 
Boston tunnel. Representative Benjamin F. Sullivan has 
brought a bill in equity endeavoring to restrain the city 
from levying the above charge, which is added to the regu- 
lar fare imposed by the Boston Elevated Railway and used 
to meet the interest and sinking fund requirements of the 
tunnel. An act was passed at the last legislative session 
authorizing the raising of $125,000 yearly by general taxa- 
tion to enable the toll to be abolished, subject to the ac- 
ceptance of the measure by the voters at the municipal 
election in January, 1914. The consent of the bondholders 
to a change of security is also required. One of the main 
questions to be argued before the court is the power of the 
Legislature in originally authorizing the collection of a 
toll in the East Boston when no extra charge is made for 
the use of the other Boston tunnels and subways. 

Accident on Empire United Railways.—Thirty-five per- 
sons were injured, five seriously, when two cars on the 
Empire United Railways, Syracuse, N. Y., collided, head on, 
2 miles south of the city of Oswego at 3:40 p. m. on Aug. 6, 
1913. More than fifty passengers were on the two cars. 
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The front portion of each car was torn to pieces, one tele- 
scoping the other. The two cars which came together were 
the southbound local, which left Oswego at 3.33 o’clock, and 
the northbound limited, due in Oswego at 3.45 o’clock. The 
following statement is attributed to W. C. Gray, operating 
manager of the Syracuse-Oswego division of the company: 
“The result of the collision was that the northbound car, 
being on a down grade, mounted the southbound car and 
telescoped it for a distance of 24 ft., indicating that the 
southbound car was proceeding at a considerable rate of 
speed. Fortunately the southbound car contained only eight 
passengers, who were mostly in the smoking compartment, 
which was on the rear of the car. This accounts for the 
few and slight injuries, as the body of this car was badly 
damaged. The principal damage to the northbound car was 
to the vestibule, which was demolished. The interior of this 
car is practically intact. Each motorman jumped before the 
collision.” 


Increase in Wages in Philadelphia—The Philadelphia 
(Pa.) Rapid Transit Company announces the third increase 
in four months of the wages of its motormen and conduc- 
tors. On Sept. 1 their pay will be increased 1 cent an hour 
Similar increases have already been granted on May 1 and 
July 1. Effective Sept. 1, the wages of motormen and con- 
ductors will be as follows: New men, 25 cents an hour; 
after one year, 26 cents an hour; after two years, 27 cents an 
hour; after three years, 28 cents an hour; after four years, 
29 cents an hour; after five years, 30 cents an hour. Extra 
men will receive a minimum of $2 a day for each day they 
are requested to report. Motormen and conductors on the 
elevated system receive 3 cents more an hour than the sur- 
face car crews, Elevated guards in service three years will 
get 25 cents an hour Sept. I, with a minimum wage of 22 
cents an hour for new men. The increase in wages was dis- 
cussed in the co-operative bulletin’s report by Thomas E. 
Mitten, chairman of the executive committee of the com- 
pany, who explains in detail how the seniority of runs has 
been carried out since the strike of 1910, men who remained 
with the company receiving preference over those who re- 
tired from the service and returned later. He refers to im- 
provements of the “swing-run” system, to afford adequate 
service to the public during rush hours and work the crews 
the shortest number of hours possible. “Every man,” Mr. 
Mitten says, “should now help to bury the hatchet, put his 
shoulder to the wheel and do his part in accomplishing the 
objects of the co-operative plan, which are to make the 
street car system of Philadelphia the pride of its citizens and 
the motormen and conductors the best paid and best satis- 
fied carmen in America.” 


Date Set for Kansas Fare Hearing.—Sept. 22 has been set 
as the date for the hearing of the application of the receivers 
of the Metropolitan Street Railway, Kansas City, Mo., ask- 
ing for an annulment of the order of the Kansas Utilities 
Commission requiring a joint passenger rate of 5 cents be- 
tween the Metropolitan Street Railway and the local line of 
the Kansas City Western Railway, the Leavenworth line, 
in Kansas City, Kan. The Kansas City Western Railway 
terminus is at Riverview. It uses the tracks of the Metro- 
politan Street Railway into Kansas City, Mo. It has a stub 
line from Riverview to Minnesota Avenue and the westerly 
approach to the Intercity viaduct. When the Leavenworth 
line routed its cars over the viaduct it used this stub line 
from Riverside and carried passengers boarding its cars 
along the stub to Kansas City, Mo., for one fare, 5 cents. 
Over a year ago, when the Metropolitan Street Railway can- 
celed its contract with the viaduct company and re-routed 
its own cars as well as those of the Leavenworth line 
over the elevated tracks, the Leavenworth line put a 
local service on its stub line and charged the usual fare of 
5 cents between Riverview and the west approach to the via- 
duct. This 5-cent fare did not entitle passengers bound for 
Kansas City, Mo., to transfer on cars of the Metropolitan 
Street Railway and an extra fare of 5 cents was charged by 
the latter company for bringing passengers to Kansas City, 
Mo. Some time ago the Kansas utilities commission or- 
dered the Metropolitan Street Railway and Leavenworth 
company to carry “stub line” passengers between the two 
cities for one fare and to make a division arrangement be- 
tween themselves. The receivers of the Metropolitan Street 
Railway then appealed to Judge Hook. 
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Personal Mention 


Mr. H. F, Kempfert, who has been auditor of the Grand 
Rapids (Wis.) Street Railroad, has also been appointed 
superintendent of the -company to succeed Mr. E. C. 
Rossiter. 


Mr, A. E. Stierly has been appointed chief engineer of 
the power station of the Newport News & Old Point Rail- 
way & Electric Company, Hampton, Va., to succeed Mr. 
H. I. Holleman. 


Mr. P. J. McIntosh, New York, has been elected a director 
of the Montreal (Que.) Tramways. Mr. McIntosh is a 
director of the Halifax (N. S.) Electric Tramway and is 
private secretary to Mr. William Rockefeller. 


Mr. T. W. Gregory has been appointed general passenger 
agent of the East St. Louis & Suburban Railway and the 
Alton, Granite & St. Louis Traction Company, with head- 
quarters in East St. Louis, Ill. Mr. Gregory was formerly 
assistant secretary and assistant treasurer of the companies, 
the duties of which offices he will continue to fulfil. 


Mr. Philip Dawson, author of several treatises on elec- 
trical subjects and consulting engineer of the London, 
Brighton & South Coast Railway, London, Eng., is plan- 
ning to visit this country in October for a tour of inspec- 
tion of the American heavy electric traction enterprises. 
He will be accompanied by Mr. Gerald W. Partridge, chief 
engineer and general manager of the London Electric Sup- 
ply Corporation, which supplies the London, Brighton & 
South Coast Railway with electric power for the operation 
of its trains. Mr. Dawson and Mr. Partridge intend to in- 
clude the Pacific Coast states in their itinerary while in this 
country. 


Mr. William C. Baker has been appointed superintendent 
of transportation of the Ohio Valley Electric Railway, 
Huntington, W. Va., a newly created position with the com- 
pany. Mr. Baker will have 
charge of transportation 
on the local lines in Hunt- 
ington and on the interur- 
ban lines, leaving Mr. W. 
W. Magoon, general man- 
ager, free to devote all his 
time to his managerial du- 
ties and to the plans which 
the company has made for 
developing and extending 
the property. The new su- 
perintendent was. formerly 
at North Yakima, Wash., 
where for the past year he 
was superintendent of the 
Yakima Valley Transporta- 
tion Company, a city and 
interurban system. For 
four and a half years prior 
to that he was in the office of the assistant general manager 
of the Utah Light & Railway Company, Salt Lake City, 
Utah. There he was in charge of the transportation end of 
the system, which employs 350 trainmen. During his in- 
cumbency at Salt Lake the entire system, which includes 110 
miles of city and interurban track, was rebuilt. Before go- 
ing to Salt Lake Mr. Baker spent seven years with the Nor- 
folk Railway & Light Company, Norfolk, Va. 


Mr. John G. Williams has been appointed assistant super- 
intendent of railway service of the Utah Light & Railway 
Company, Salt Lake City, Utah, to fill the vacancy oc- 
casioned by the promotion of Mr. George W. Manning into 
the superintendency. Mr. Williams began his service in 
Salt Lake City as motorman on the Murray line of the old 
Rapid Transit Company. 


Mr. Joseph K. Choate, vice-president of the J. G. White 
Management Corporation, New York, N. Y., has been 
elected president of the Pottsville (Pa.) Union Traction 
Company to succeed Mr. W. J. Harvie, who retired as rail- 
way manager of the operating department of J. G. White & 
Company, Inc., some time ago to become assistant to the 


W. C. Baker 
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president and engineer of construction of the Hagerstown 
& Frederick Railway. 

Mr. Fred A. Anderson, former religious work secretary 
of the Minneapolis Y. M. C. A., has been appointed super- 
visor of welfare work by the Twin City Rapid Transit 
Company, Minneapolis, Minn. In his work as religious 
secretary of the Y. M. C. A. Mr. Anderson conducted meet- 
ings regularly at the welfare rooms of the clubs organized 
among the employees of the company, and he is already 
well acquainted with the men. He will spend the re- 
mainder of the summer studying welfare work in street rail- 
way centers over the country and expects to have the new 
work in Minneapolis well under way early in the fall. The 
Twin City company will probably add gymnasiums, night 
schools and more reading rooms to the present establish- 
ments. Mr, Anderson has been associated with the Minne- 
apolis Y. M. C. A. for the last seven years. He is secretary 
of the Federation of Church Men’s Clubs and has acted as 
executive head of the Men and Religion Forward Movement 
in Minneapolis. 


Mr. R. P. Stevens has resigned as president and general 
manager of the Lehigh Valley Transit Company, Allentown, 
Pa., which operates about 150 miles of electric railway from 
Philadelphia to Allentown, 
Bethlehem, Nazareth, Slat- 
ington and points in the 
Lehigh Valley, also several 
electric light plants located 
in the Lehigh Valley. He 
will, it is stated, become 
associated with Mr, Harri- 
son Williams, head of the 
Williams Syndicate, which 
controls a number of elec- 
tric railways in eastern 
Ohio and western Penn- 
sylvania through the Re- 
public Railway & Light 
Company and other prop- 
erties through the Federal 


Light & Traction Com- 
pany. Mr. Stevens was R. P. Stevens 
born in Eastport, Maine, 


on April 3, 1877. He attended school at Eastport and later 
studied at the East Maine Seminary, a preparatory school 
in Bucksport, Maine. During the time he attended high and 
preparatory schools, he conducted an electric wiring busi- 
ness, wiring hotels along the coast of Maine for electric 
bells, etc. He was graduated from the University of Maine 
with the degree of bachelor of mechanical engineering and 
electrical’ engineering. He took post-graduate work in the 
Massachusetts Institute of Technology and worked for the 
Electrical Wiring & Supply Company in Boston. Later he 
entered the employ of the American Bell Telephone Com- 
pany in Boston, in the student’s course, and subsequently 
served with the General Electric Company to prepare for 
construction work. He assisted in building a number of 
electric light plants for the General Electric Company in 
the South. He contracted fever and left the South, ac- 
cepting a position with the Automatic Fire Alarm Com- 
pany, Boston. Later he invented an apparatus for auto- 
matic fire alarms and was appointed superintendent of the 
Western department, with headquarters at Chicago. He 
went to Everett, Wash., in February, 1900, to rehabilitate 
the system of the Everett Railway & Electric Company, and 
was later appointed general superintendent. He supervised 
the construction of the interurban line and the electrifica- 
tion of the tracks of the Northern Pacific Railway from 
Everett to Snohomish under an agreement with the North- 
ern Pacific Ratlway, the steam road operating freight and 
the electric company the passenger and express service. 
He left Everett to accept the position of general superin- 
tendent of the Auburn & Syracuse Electric Railroad, in Au- 
burn, N. Y. He was later appointed general superintendent 
of the Auburn & Northern Electric Railroad and general 
manager of the Skaneateles Lake Transportation Company 
and manager of the Interurban Electric Express Company. 
_He was elected president of the Lehigh Valley Transit 
Company in July, 1907. He will continue at Allentown until 
a successor to him has been appointed. 
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A. S. Michener, controller of the Puget Sound Traction, 
Light & Power Company, Seattle, Wash. was drowned on 
Aug. 3, 1913, while on a fishing trip up the Homahoma 
River near Seattle. He was a member of a party which 
included among others Messrs. J. P. Dabney, A. L. Kemp- 
ster, A. W. Leonard and C. C. James of the Puget Sound 
Traction, Light & Power Company. Mr. Michener was 
born in Washington, D. C., in 1869 and was a son of the 
late Captain John E. Michener. After graduating in law 
from Georgetown University he entered the American Or- 
dnance Company, leaving there later to join the staff of the 
Stone & Webster organization. At the time of his death 
he was vice-president and controller of the Puget Sound 
Traction, Light & Power Company, having left Boston for 
Seattle in 1912. 

J. T. Ross, who was killed in the automobile accident at 
Wyandotte, Mich., referred to elsewhere in this issue, was 
consulting engineer of the Northern Ohio Traction & Light 
Company, Akron, Ohio. He was born at Watertown, Wis., 
but concluded his education in the high school at Coshocton, 
Ohio. He began his railroad career as a rodman on the 
Coshocton Southern Railroad in 1888. Subsequently he 
was connected with the Wheeling & Lake Erie Railroad 
and the Cleveland Frog & Crossing Company. In the fall 
of 1895 he entered the employ of the Everett-Moore syndi- 
cate in Detroit. Later he had charge of the construction _ 
of the Shore Line of what is now the Cleveland, Painesville 
& Eastern Railway and the Lorain & Cleveland line. He 
was also engineer of maintenance of way of the Cleveland 
Electric Railway for eighteen months, but in Igor he re- 
signed to take charge of the construction of the Detroit & 
Toledo Short Line, after which he was appointed consulting 
engineer of the Lake Shore Electric Railway, the Northern 
Ohio Traction & Light Company and the Cleveland, Paines- 
ville & Eastern Railway. During the Goff-Johnson negotia- 
tions in Cleveland Mr. Ross was employed as an expert 
adviser by Mr. F. H. Goff. He was subsequently appointed 
engineer to Mr. G. M. Dahl, then street railway commis- 
sioner of Cleveland. 


Louis Edward Beilstein, who was killed in the automobile 
accident at Wyandotte, Mich., referred to elsewhere in this 
issue, was barn in Cleveland on Aug. 9, 1868. He was educated 
in the public schools of Cleveland, and when sixteen years 
old went to work as an office boy for Mr. Henry A. Everett 
in the offices of the old East Cleveland Railway. Mr. 
Beilstein rapidly won promotion and within a few years 
was made cashier of the company. From the post of 
cashier he became successively assistant secretary and treas- 
urer, assistant superintendent and, in 1803, secretary and 
treasurer of the East Cleveland Railway. It was soon after 
this that the consolidation of the several lines in Cleveland 
took place and the Cleveland Electric Railway became the 
controlling company with Mr. Everett at its head. Mr. 
Beilstein was next made assistant secretary, but in 1895 he 
was advanced to the position of secretary and treasurer of 
the Akron, Bedford & Cleveland Electric Railway, which 
was the first interurban line running out of Cleveland. He 
was also made secretary and treasurer of the Cleveland, 
Painesville & Eastern Railway, holding these positions 
until the latter part of the year, when he accepted the posi- 
tion of general superintendent of the Detroit Railway. Mr. 
Beilstein remained with this company until 1897, when he 
reassumed the positions of general superintendent of the 
Akron, Bedford & Cleveland Railway and of the Cleveland, 
Painesville & Eastern Railway, with headquarters in Cleve- 
land. In May, 1899, he became general manager of the 
Northern Ohio Traction & Light Company, a consolidation 
of the Akron, Bedford & Cleveland line and the Akron 
Street Railway & Illuminating Company. He conducted 
the affairs of the Northern Ohio Traction Company until 
the Everett-Moore syndicate purchased the lines of the 
Toledo Railways & Light Company, when he was made 
vice-president and general manager. He remained in that 
position until about a year ago, when the management of 
the lines was taken over by the H. L. Doherty interests of 
New York. Mr. Beilstein was a member of the Century 
and Electric Clubs of Cleveland, and of the Toledo Club of 
Toledo. He was married to Miss Emma Reader, Cleve- 
land, in 1893. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*Minnesota Central Railway, Minneapolis, Minn.—Incor- 
porated in Maine to build an interurban railway from 
Minneapolis to St. Cloud, Minn., with a plan for eventual 
continuation to the Cuyuna range and Mille Lacs. Capital 
stock, $1,000,000. Officers: E. G. Potter, Minneapolis, presi- 
dent; Edgar M. Nye, secretary, and Edwin M. Potter, treas- 
urer. 


*Newell Bridge & Street Railway, Newell, W. Va—lIncor- 
porated in West Virginia to consolidate the Newell Street 
Railway and the Newell Bridge Company and to build an 
electric railway and bridge across the Ohio River with the 
right to extend the railway in Newell. Capital stock, $500,- 
ooo. Incorporators: Sterling Newell, Donald McBride, 
C. C. Owens, Ellis R. Diehm.and Harold T. Clark, all of 
Cleveland. 

FRANCHISES 


Birmingham, Ala—The Birmingham Railway, Light & 
Power Company has asked for a franchise to extend its 
East Lake line to Roebuck Springs and to take over the 
Rugby line in East Lake. 


Los Angeles, Cal—The Los Angeles Railway has asked 
the Council for a franchise for an extension of the West 
Adams and Hooper Street line. 


San Diego, Cal—The San Diego Electric Railway has 
asked the City Council and Park Commissioners for a 
franchise through Balboa Park in San Diego. 


San Francisco, Cal—The Ocean Shore Railroad has 
asked for a franchise to lay tracks in San Francisco into its 
grounds adjoining Market Street at Eleventh Street in 
order to provide for a depot which may be used in the 
future by all of the interurban lines entering San Francisco. 


Oakland, Cal.—Efforts will soon be made by Mayor Mott 
to induce the officials of the San Francisco-Oakland Ter- 
minal Railways to apply for a franchise under the provi- 
sions of the new city charter for the short block of track 
in the extension of Washington Street necessary to connect 
the San Pablo Avenue lines with the Washington Street 
tracks in Oakland. 

Connecticut Company, New Haven, Conn.—This com- 
pany has asked the State Highway Commissioner for the 
approval of its plan for the reconstruction of the New 
Haven-Branford line on Main Street in Branford. 


*Evanston, Ill—The L. E. Myers Company, Monadnock 

Building, Chicago, has asked the Council for a twenty- 
year franchise to build an electric railway in the west side 
section of Evanston and also along the old County Traction 
Company’s right-of-way. This is part of a plan to build 
an electric line between Chicago and Evanston. 
' Evanston, Ill—The Evanston County Traction Com- 
pany has received a twenty-year franchise from the Coun- 
cil in Evanston. Frank M. McCullough is interested. 
LE Re) ecAugs 0, 713.) 

Rockford, Ill—The Rockford City Traction Company 
has asked the Council for a ten-year extension of its fran- 
chise in Rockford. The company plans to extend its lines 
in the factory district in the West End and in the north- 
east section of Rockford. 

Indianapolis, Ind—The Union Traction Company of 
Indiana has received a franchise frotn the Council over 
certain streets in Indianapolis. It provides that the freight 
cars and the Fort Benjamin Harrison cars shall enter the 
city over Martindale Avenue and that passenger cars shall 
enter by Thirty-eighth Street and Fair Grounds Avenue 
to College Avenue. 

New Orleans, La—The New Orleans-Kenner Electric 
Railway has asked the Council for a franchise in New 
Orleans. This line will connect New Orleans, Shrewsbury, 
Harahan, Kenner and Hanson City. [E. R. Jig falyseaees. | 

Billerica, Mass.—The Bay State Street Railway has asked 
the Council for a franchise-on High Street in Billerica. 
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Alpena, Mich.—The Boyne City, Gaylord & Alpena Rail- 
road has received a franchise over certain streets in Alpena. 

Sault Ste. Marie, Mich.—The Trans-St. Mary’s Traction 
Company has received permission to extend its line west on 
Portage Avenue as far as the Union Depot in Sault Ste. 
Marie. 

West Orange, N. J.—The Mountain Railway has asked 
the Council for a franchise for an extension to Central 
Avenue in West Orange. 

York, Ont—The Forest Hill Electric Railway has re- 
ceived a twenty-year franchise from the Council in York. 

*Farrell, Pa—The Sharon-Farrell Railways will ask the 
Council for a franchise over Fruit Avenue from Haywood 
Street to New Castle Street in Farrell. The company will 
also ask the Council in Sharon for a franchise over New 
Castle Street.’ This is part of a plan to build a line between 
Sharon and Farrell. 

Dallas, Tex.—The Dallas Southern Traction Company has 
asked for a franchise from the southern end of Zang Boule- 
vard, along Hutchins Avenue and Jefferson Street in Dallas. 

Chehalis, Wash.—The Olympia & Southern Railroad has 
asked the Council for a franchise over certain streets in 
Chehalis. A similar application has been made by this 
company to the Council in Centralia. This line will ex- 
tend from Olympia to the Columbia River in either Cow- 
litz or Clarke County, and a branch line will be built from 
Centralia to Willapa Harbor. F. R. Brown, Olympia, is 
imteresteds “[seR.. i.) July.1om 73) 

Parkersburg, W. Va.—The Parkersburg, Marietta & In- 
terurban Railway has asked the Council for franchises to 
extend and double-track several of its lines in Parkersburg. 


TRACK AND ROADWAY 
Birmingham Railway & Light Company, Birmingham, 
Ala.—The new Owenton-Ensley line has been placed in op- 
eration by this company. 


Edmonton (Alta.) Radial Railway.—This company has 
awarded a contract to W. H. Main, Edmonton, for setting 
about 400 steel poles. 


Fresno (Cal.) Traction Company.—Orders have been 
placed by this company for track material needed for the 
line between Biola Junction and Biola. Orders have also 
been placed for the material needed for the construction of 
the bridges along the line. It is planned to have this ex- 
tension finished by Sept. 15. : 

*Fullerton, Cal.—Plans are being considered to build an 
electric railway between Fullerton and Anaheim, 3 miles, 
and then from Fullerton to Brea and from Fullerton out to 
the Yorba Linda district, making Fullerton a central point 
for all of these short lines. The names of those interested 
have not been announced. 

Los Angeles (Cal.) Railway.—Residents of the district 
bounded by Fifty-first Street, Slauson Avenue, Central 
Avenue and Long Beach Avenue in Los Angeles have filed 
petitions asking the Council to take steps toward securing 
an extension of this company’s West Adams and Hooper 
Street line. 

Pacific Electric Railway, Los Angeles, Cal.—Right-of- 
way has been assured for this company for its line from 
Vineyard Junction to a connection with the Eighth Street 
line in Santa Monica, a distance of 9 miles. Construction 
has been begun by the company on its line to connect 
Magnolia Avenue with the Brockton Avenue line at Tib- 
bitts station in Riverside. 

Santa Barbara & Suburban Railway, Santa Barbara, Cal. 
—This company has awarded the contract to J. P. Dono- 
hoe, Santa Barbara, for the construction of its line in Santa 
Barbara to the Normal School. Work has been begun. 
R. H. Gaud, Santa Barbara, general manager. [E. R. J., 
Nov. 16, ’12.] 

Geary Street Municipal Railway, San Francisco, Cal.— 
The proposition to extend this railway from its present 
terminus at Ocean Beach to Oceanside has been approved 
by the public utilities committee of Supervisors of San 
Francisco and has been referred to the city engineer for a 
report on the cost. The plan is to run the cars across 
Golden Gate Park over the United Railroad’s tracks at 
Forty-ninth Avenue, and thence into the Oceanside section 
along Forty-seventh or Forty-eighth Avenue. 
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Big Four Electric Railway, Tulare, Cal—This company 
has awarded the contract to W. H. Hahn & Sons Company, 
Modesto, to lay the rails for its 45-mile line between Por- 
terville, Lindsay, Tulare and Visalia. [E, R. J., July 109, ’13.] 

Sacramento Valley West Side Electric Railway, Willows, 
Cal—This company, which plans to build a 160-mile line 
between Solano:City and Red Bluff, has sold $465,000 worth 
of stock along the proposed line. The construction of the 
first link of the line from Solano City, the southern termi- 
nus, to Woodland, 30 miles, will now be begun. [E. R. J., 
July 26, ’13.] 

Washington Railway & Electric Company, Washington, 
D. C.—This company is asked to consider plans for a 2-mile 
extension of its lines along Nicholas Avenue to the plant 
of the Washington Steel & Ordinance Company in Wash- 
ington. 

Butte, Boise & Winnemucca Electric Railroad, Boise, 
Idaho.—This company states that at present it plans to use 
steam as motive power for its line between Boise, Butte, 
Winnemucca, Salmon City and Idaho City. There is a 
great deal of power that can be easily developed along the 
route so that eventually this line will probably be electri- 
fied. LO. Leonard, Boise; president, [E. Re Jz) Julys10; 
13.] 

Chicago, Waukegan & Fox Lake Traction Company, 
Chicago, Ill.—Contracts have been awarded by this company 
for a 13-mile extension. ‘The line now operating between 
Sycamore and Marengo is to connect Marengo and Wood- 
stock, and when this is finished present plans call for ad- 
ditional construction between Woodstock and McHenry 
and from McHenry to Waukegan. The line would then be 
85 miles in length. J. P. Mason, of Elgin, has been elected 
president, Michael Nelson, Chicago, vice-president, and 
M. W. Whittemore, secretary, counsel and general manager. 

Woodstock & Sycamore Traction Company, Sycamore, 
IlL—This company has awarded the contract to John Sey- 
mour to build a line between . Woodstock and Marengo. 
Work will be begun at Woodstock. J. P. Mason, Elgin, 
president. 

Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind.—This company and the County Commis- 
sioners have agreed upon a contract relative to the erection 
of the new Main Street bridge in Fort Wayne and the con- 
tract will be approved by the commissioners at the next 
meeting. 

Tri-City Railway & Light Company, Davenport, Ia.—lIt 
is announced that this company and the subsidiary com- 
panies will spend over $750,000 in improvements on its line 
during this year. 

Waterloo, Cedar Falls & Northern Railroad, Waterloo, 
Ia.—Arrangements are being perfected by this company for 
an extension of its interurban line from Urbana into Cedar 
Rapids, a distance of about 22 miles. It is expected that 
contracts for the construction of the line will be awarded 
as soon as the result of the tax election is known. 

Independence, Neodesha & Topeka Traction Company, 
Independence, Kan.—Grading will soon be begun by this 
company at a point west of Independence. Material is now 
being ordered. 

Louisville (Ky.) Railway—This company plans to ex- 
tend its Brook Street line to Hill Street in Louisville. Ap- 
plication for a franchise will soon be made. 

*Madisonville, Ky.—The commercial club of Madison- 
ville is advocating the construction of an interurban rail- 
way from Madisonville to Dawson Springs, Ky., via Nor- 
tonville. The railroad committee of the club has been 
authorized to secure subscriptions and rights-of-way and 
the proposition will be put into definite shape in the near 
future. 

Olympian Springs Railway, Power & Light Company, 
Olympian Springs, Ky.—Bids will be received by this com- 
pany about Sept. 1 to build its 4-mile line from Olympian 
Springs to Olympia. 
the Chesapeake & Ohio Railway. Albert J. Heliker, 708 
Paul Jones Building, Louisville, is interested. [E. R. J. 
Aug. 9, ’13.] 

” *§mithland, Ky.—J. B. Trail and J. E. Massey, Smith- 
land, are considering plans to build an electric railway 
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from Smithland through Livingston County. A meeting 
was recently held at Smithland with those interested at 
which plans for a commercial*report on thé territory to be 
reached were made. It was stated that the arrangements 
have been made to secure working capital for construction 
purposes. : 

Orleans-Kenner Electric Railway, New Orleans, La.— 
Plans have been completed by this company to build its 
20-mile line between University Place, New Orleans, 
Shrewsburg, Harahan, Kenner and Hanson City. The line 
will be double-tracked in New Orleans. A. Smith Bowman, 
president; LE. Ree Jiulyes eaten 

United Light & Railways Company, Grand Rapids, Mich. 
—B. J. Denman, superintendent for this company, who is 
making a tour of inspection on the Muskegon interurban 
line, has announced that it is planned to spend between 
$125,000 and $150,000 on the property during the coming 
year. Eventually the line may be double-tracked and the 
electric signal block system installed. 

Muskegon-Casnovia Land & Development Company, 
Muskegon, Mich.—Right-of-way has been secured by this 
company for the proposed line between Muskegon, Saginaw, 
Egelston, Moorland and Casnovia. Norman B. Lawson, 
Muskegon, is intéfésted. [E. R. J., July 5, 713.] 

*Traverse City, Mich.—Plans are being made to build an 
electric railway from Beulah to Traverse City, via Honor. 
and Empire, and to convert the Empire & Southwestern 
Railroad into an electric line. Power for the proposed line 
would be furnished by the Benzie County Power Company’s 
dam on the Betsie River, which will- be completed by 
Sept. I, 

Electric Short Line Railroad, Minneapolis, Minn.—Grad- 
ing is being done by this company on 22 miles of its line out 
from Minneapolis and contracts will be awarded soon for 
the construction of 18 additional miles. The line into Bird 
Island will soon be built as the necessary stock has been 
raised. 

Minnesota Central Railway, Minneapolis, Minn.—This 
company, which plans to build an electric railway from 
Minneapolis to St. Cloud, has awarded a contract to Petrie 
& Smith Company, Osseo, for grading the section of the 
line from Robbinsdale to Champlin. E. G. Potter, Minneap- 
olis, president. 

Southern Railway & Light Company, Natchez, Miss.— 
This company contemplates an extension to the Duncan 
Memorial Park in the near future. Frank J. Duffy, general 
manager. 

St. Joseph Railway, Light, Heat & Power Company, St. 
Joseph, Mo.—An extension of the Wyatt Park line to with- 
in a block of the east entrance of Wyatt Park is being 
planned by this company. 

Columbus, Kenton & Toledo Traction Company, Kenton, 
Ohio.—Surveys have been completed by this company for 
its line between Columbus and Findlay, and the matter is 
soon to be brought before the State Utilities Commission. 
The commission has already passed favorably upon the line 
from Magnetic Springs north to, Findlay, where it is pro- 
posed that it shall connect with the Toledo, Bowling Green 
& Southern Railway under an arrangement already entered 
into with that company. The commission is yet to pass 
upon the line as planned from Magnetic Springs into Co- 
lumbus. [E. R. J., Aug. 10, ’12.] 

Norman Interurban Railway, Oklahoma City, Okla.— 
Contracts have been awarded and work has been begun 
by this company on its line between Norman and Moore. 
The company plans to build from Oklahoma City to Guthrie 
in the near future and ultimately will build an extension to 
Shawnee, linking up all the important cities surrounding 
Oklahoma City with a network of electric railways. This 
company is a subsidiary of the Oklahoma Railway. [E. R. 


May. 3y7tad 
*Stratford, Ont—Electric lines to Grand Bend, one from 


London and one from Stratford, were announced in Strat- 
ford on Aug. 1 as almost immediate projects, by C. T. 


McAlister, Chicago, Ill. 


Middle Tennessee Traction Company, Franklin, Tenn.— 
Right-of-way has been secured and grading has been com- 
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pleted by this company on 20 miles of its line, which will 
connect Franklin, Eagleville, Shelbyville and Fayetteville. 
P. E. Cox, general manager. [E. R. J., July 5, ’13.] 


Jefferson County Traction Company, Beaumont, Tex.— 
Work has been begun by this company laying rails on its 
20-mile line between Beaumont and Port Arthur. [E. R. 
Jar June: 28,13. | 

San Antonio & Austin Interurban Railway, San Antonio, 
Tex.—Right-of-way is being obtained by this company on 
its line through New Braunfels. This 27-mile line will con- 
nect Austin and San Antonio via Kyle, Manchaca, Hunter 
and New Braunfels. Vories P. Brown, San Antonio, presi- 
dent, b:[H. R. J.,-July 26, ’13.] 

Southwestern Traction Company, Temple, Tex.—Esti- 
mates of the cost of construction of the line between 
Temple and Waco and Austin are being made by this com- 
pany. 

Charlottesville (Va.) Interurban Railway.—Surveys have 
been completed and most of the right-of-way obtained by 
this company for its 15-mile railway from Charlottesville 
to Alberene. Walter Washabaugh, Charlottesville, chief 
engineer. [E. R. J., June 21, ’13.] 

Virginia Railway & Power Company, Richmond, Va— 
This company plans to build a loop around the Richmond 
College ground at Westhampton. 

Monongahela Valley Traction Company, Fairmont, W. 
Va.—It is reported that this company has obtained the 
right-of-way for a line to cut across the southeastern end 
of Washington County to connect Millsboro and California, 
Pa. 

Yakima Railway & Light, Company, North Yakima, 
Wash.—Work will be begun at once by this company on a 
1%-mile extension in North Yakima, 


SHOPS AND BUILDINGS 


Oakland, Antioch & Eastern Railway, Oakland, Cal.— 
This company has opened its new passenger stations at 
Nichols, McAvoy and West Pittsburg for its new extension 
to Pittsburg. 

Rockford & Interurban Railway, Rockford, Ill.—It is re- 
ported that plans are being considered by this company to 
build a new passenger and freight station in Freeport. 

Orleans-Kenner Electric Railway, New Orleans, La.— 
This company plans to build a new terminal station in New 
Orleans to extend from University Place to Rampart Street. 
The structure will be 200 ft. x 200 ft. H. K..Johnson, chief 
engineer. 

POWER HOUSES AND SUBSTATIONS 


Connecticut Company, New Haven, Conn.—This com- 
pany will place in operation in its substations at South 
Norwalk three 500-kw rotary converters, three 500-kw fre- 
quency-changer sets, six 100-kva and nine 185-kva trans- 
formers and switchboard panels. All this apparatus is 
being built and will be installed by the General Electric 
Company.. - 

St. Louis, Springfield & Peoria Railroad, Peoria, Ill— 
This company will install new substation apparatus con- 
sisting of an 1800-kw rotary converter, a 1000-kw, 2300- 
volt frequency changer set and a smaller 100-kw, 2300-volt 
set. This e¢quipment has been ordered from the General 
Electric Company. 

Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind.—This company is increasing the capac- 
ity of its Spy Run power station by the installation of two 
6250-kva Curtis turbines. Two 1000-kw motor-generator 
sets and switchboards will also be installed in substations. 
The General Electric Company will furnish the apparatus: 

Morris County Traction Company, Morristown, N. J.—It 
is reported that this company is in the market for a large 
amount of substation and power station equipment. 

New York (N. Y.) Railways.—This company is installing 
six 2000-kva air-blast transformers recently ordered from 
the General Electric Company. 

Charlottesville & Albemarle Railway, Charlottesville, Va. 
—This company will add to its power plant equipment a 
s00-kw, 3600-r.p.m., 2300-volt Curtis turbo-generator and 
switchboard panels which have been purchased from the 
General Electric Company. 
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Manufactures and Supplies 


ROLLING STOCK 
Vicksburg Light & Traction Company, Vicksburg, Miss., 
has placed an order with the St. Louis Car Company for 
two 2i-ft. cars. 
; United Light & Railways Company, Grand Rapids, Mich., 
is reported as expecting to purchase about $50,000 worth 
of new equipment. 


Grand Rapids, Holland & Chicago Railway, Holland, 
Mich., is reported as expecting to purchase six passenger 
cars and three express cars. 


Montreal (Que.) Tramways, noted in the Exectric Ratz- 
WAY JouRNAL of May 3, 1913, as expecting to purchase 100 
double-deck cars, has ordered twenty-five motor and 
twenty-five trail cars from The J. G. Brill Company. 

Savannah (Ga.) Electric Company, noted in the Execrric 
Rattway Journat of July 5, 1913, as expecting to purchase 
three cars, has ordered these cars from the St. Louis Car 
Company. These cars will have a seating capacity for forty 
persons. 


TRADE NOTES 


International Oxygen Company, New York, N. Y., has ap- 
pointed Philip J. Krowl its sales agent for the Pittsburgh 
district. 2 

Davis-Bournonville Company, Jersey City, N. J., has re- 
moved its offices from 90 West Street, New York, N. Y., to 
Jersey City. 

Goldschmidt-Thermit Company, New York, N. Y., has 
moved its San Francisco (Cal.) office from 432 Folsom 
Street to 329-333 Folsom Street. 

Atlas Preservative Company, New York, N. Y., has re- 
ceived an order for its Atlas A weed killer and track pre- 
servative from the Milwaukee Northern Railway. 

Thomas A, Edison, Inc., Orange, N. J., has appointed 
F, J. Lepreau assistant Western sales manager for the 
primary battery department for Central Western territory, 
with office in Chicago, Ill. 

Union Switch & Signal Company, Swissvale, Pa., has re- 
ceived a contract from the Pacific Electric Railway for in- 
stalling a block-signalling system on its Pasadena Short 
Line and Venice Short Line. Details of this equipment will 
follow in a later issue. 

Brown Hoisting Machinery Company, Cleveland, Ohio, 
has issued Catalog K, describing Brownhoist locomotive 
cranes of various capacities, and showing by a series of in- 
teresting illustrations how the cranes are used in connec- 
tion with Brownhoist patented grab buckets. 

J. F. Stevens Construction Company, New York, N. Y., 
has filed a voluntary petition of bankruptcy through its 
president, John F. Stevens, and its secretary, E. P. Shannon. 
Joel Rathbone, vice-president of the National Surety Com- 
pany, and Frederick W. Stelle were appointed receivers to 
continue the company’s business for twenty days. 

Eveland Engineering & Manufacturing Company, Phila- 
delphia, Pa., has sold its entire production of electric rivet- 
ers for the first year to Manning, Maxwell & Moore, Inc. 
The company is installing a large amount of new machinery 
to increase its output, and in addition to Eveland electric 
riveters will manufacture transformers and electric temper- 
ing and hardening machines. 

Allis-Chalmers Manufacturing Company, Milwaukee, 
Wis., has transferred Irwin McNiece, formerly on the erect- 
ing engineering staff of the company, to its Salt Lake City 
office as hydroelectric sales engineer. Previous to his con- 
nection with this company Mr. McNiece was connected 
with the Utah Power Company, and before that time he 
was engaged in electric erecting work at Milwaukee, Wis. 

Titan Copper Products Company, Buffalo, N. Y., has begun 
the manufacture of brass, bronze and aluminum castings. 
It has a well-equipped plant to meet the demand for a 
higher grade casting, involving familiarity with the finer 
principles of alloying non-ferrous metals to produce sound 
castings for specific requirements. The officers are: 
Charles V. Slocum, president; A. N. Slocum, vice-president; 
W. W. Slocum, treasurer; Frank P. Lund, general superin- 
tendent. 
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Star Brass Works, Kalamazoo, Mich., have about com- 
pleted a new factory on Fullford Street and expect to oc- 
cupy the new plant early in September. The new building 
is a two-story brick structure, 110 ft. x 100 ft. in area, and 
is being equipped with the best machinery obtainable for 
use in making trolley wheels, which, as heretofore, will be 
the exclusive product turned out by the firm. The new 
plant will have twice the capacity of the old one, and be- 
cause of its admirable location for shipping and its up-to- 
date equipment it is expected that the work of filling orders 
will be greatly facilitated. Every machine in the factory is 
to be equipped with individual motor drive. 

Root Spring Scraper Company, Kalamazoo, Mich., re- 
ports that its business during the first six months of this 
year has been treble that of any previous year. Among the 
large orders recently received for No. 2 scrapers, for either 
air or hand operation, are the following: Boston Elevated 
Railway, 200; Boston & Northern Railway, .100; Preston 
Car & Coach Company, 27; Ottawa Car Company, 24; 
Laconia Car Company, 110; St. Louis Car Company, 13, 
and the Wason Manufacturing Company, 8. The pneu- 
matic attachment has proved to be very efficient and many 
railways in the United States and Canada are making the 
air-operated scraper standard on all cars equipped with air. 


Pyrene Manufacturing Company, New York, N. Y., on 
Aug. 8, 1913, gave a demonstration of its hand extinguisher 
before several city officials of Philadelphia. Among those 
present were George D. Porter, director of public safety, 
and representatives of several corporations, including the 
Philadelphia Rapid Transit Company. The demonstration 
was very comprehensive, including fires of all kinds of 
material. Through the courtesy of the Philadelphia Rapid 
Transit Company an electrical apparatus was erected to 
create an arc of 550 volts at 150 amp between copper bars. 
“his arc was drawn about twenty times and was in each 
instance instantly put out by the extinguisher The com- 
pany has received recent large orders for fire extinguishers 
from the following companies: New York, New Haven & 
Hartford Railway; New York, Westchester & Boston Rail- 
way; Pittsburgh & Lake Erie Railway; Pittsburgh, Har- 
mony, Butler & New Castle Railway; Cornfield Railway; 
Syracuse & Suburban Railroad; American Locomotive Com- 
pany; Westinghouse Electric & Manufacturing Company 
and National Tube Company. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has introduced modifications of its standard 
fans, adapting them to railroad coach use. For use on 
private cars, sleepers, parlor cars, diners and day coaches 
the wall-mounting fans are used. The wall-mounting fans 
have drawn steel frames, inclosed end brackets and cast- 
iron bases. They are furnished in two sizes, the 9-in. size 
being used especially in smoking compartments and lava- 
tories, and the I2-in. size in the main part of the car, and 
are wound for 24 to 30 or for 60 volts direct current as 
desired. A tooth joint with a thumb screw adjustment 
positively prevents the fan from tilting while the car is in 
motion. The fan can be readily removed from the bracket 
if desired. Either single-speed or three-speed fans may 
be used. For use on electric railway cars, including sub- 
way, surface, elevated and interurban, where 500 to 600 
volts is the prevailing voltage, the standard railway coach 
fans, without switch, wound for 220 volts, are supplied with 
special resistor to take up the <xtra voltage. They have 
one lead grounded to prevent shock to any person coming 
in contact with the fan. The resistor also contains a 
choke coil to reduce the rush of current when the fan is 
first connected to the line. The operation of two fans in 
series on electric railways is not recommended owing to 
the danger of burning out both fans when one fails to 
operate. For removing smoke, dust and odors of cooked 
food from the kitchens of dining cars and from buffet cars, 
the standard single-speed 12-in. exhaust fan is recom- 
mended. This type is wound for 24 to 30 or for 60 volts 
direct current. A speed regulator to give two additional 
speeds can be furnished when desired. 


ADVERTISING LITERATURE 


_ D & W Fuse Company, Providence, R. I., has issued 
a leaflet describing its “Delta” insulating materials, which 
are “Deltatape,” “Delta” sheeting, “Delta” insulating var- 


ELECTRIC RAILWAY JOURNAL 


[Vor. XLII, No. 7. 


nish and “Delta” plastic compound, for smoothing the sur- 
face and filling cavities of field coils prior to applying the 
outer insulation. 

Electric Service Supplies Company, Philadelphia, Pa., 
has issued a folder describing, illustrating and listing its 
new improved Keystone sand drier. The new features em- 
bodied in this sand drier overcome many of the difficulties 
railway, mining and construction companies have met with 
in solving the problems of drying sand. 

Edward B. Smith & Company, Philadelphia, Pa., are pre- 
paring for distribution copies of the new Pennsylvania 
public service company act, which was approved by Gov- 
ernor Tener on July 26. Applications will be filed and 
the pamphlet mailed as soon as possible. The Pennsyl- 
vania public service company act was digested in the issue 
of the Erectric RarLway JouRNAL of Aug. 2, 1913, page 194. 


Trussed Concrete Steel Company, Detroit, Mich., has 
issued an illustrated circular, entitled “Kahn System Stand- 
ards,” which describes in detail its new concrete reinforce- 
ment material, Seven-Rib Hy-Rib. This product is an im- 
portant improvement over Four-Rib Hy-Rib, which it re- 
places, inasmuch as the sheets are 24 in. wide, over twice 
the former width, and the ribs are % in. deeper. It there- 
fore saves labor, time and expense in installation and per- 
mits a wider spacing of supports owing to its increased 
stiffness. 


Trolley Supply Company, Canton, Ohio, has recently is- 
sued an attractive forty-eight-page catalog, which completely 
illustrates and describes several of the products which the 
company manufactures, which include Knutson trolley re- 
trievers Nos. 2 and 5, Ideal trolley catcher, Peerless roller- 
bearing trolley base No. 1o, Star trolley base Peerless check 
valve, Peerless Junior headlight and semaphore incandes- 
cent headlights for city cars. The catalog also contains 
price lists of these products, together with special lists 
giving the price of each individual part which goes to make 
up these several devices. The company has also printed 
two folders, one describing and illustrating with dimen- 
sions its pressed steel dash headlight No. 14, the other its 
Simplex roller-bearing base. i 

Titanium Alloy Manufacturing Company, Niagara Falls, 
N. Y., announces the publication of Rail Reports, of which 
Bulletin No. 1, devoted te open-hearth rails, is ready for 
distribution. These reports will record the results of com- 
parative laboratory and service tests of standard carbon 
rails and rails of the same general composition treated with 
ferro carbon-titanium. The present bulletin describes the 
findings on laboratory tests since Jan. I, 1913, on samples 
of standard and titanium-treated open-hearth rails sub- 
mitted by three railway companies. In each case both 
kinds of rails had been rolled by the same mill under the 
same specifications, with the single exception of the use of 
0.10 per cent titanium in the treated steels. The series-of 
sulphur prints, as reproduced in this bulletin, shows that in 
every case the sulphur in the untreated steel was badly 
segregated, while none of the treated steels shows any 
marked segregation. Further proofs of the value of the 
treatment are afforded by a series of photomicrographs and 
tables of physical properties which are contained in the 
publication “Rail Reports.” 


The Harbor and Subway Commission of Chicago issued 
a circular letter recently accompanying three pamphlets 
which set forth tentative plans for a system of subways 
which will cost $300,000,000 or thereabouts. The pamphlets 
are “Joint Report on Comprehensive System of Passenger 
Subways for the City of Chicago by the Harbor and Sub- 
way Commission and Sub-Committee of the Council Com- 
mittee of Local Transportation, dated Sept. 10, 10912.” 
“Supplemental Report on Comprehensive System of Pas- 
senger Subways for the City of Chicago by the Harbor 
and Subway Commission,” dated Oct 30, 1912, and “Com- 
munication of Mayor Harrison to the City Council Recom- 
mending Submission of Questions of Alternative Construc- 


tion of Subways to a Referendum Vote and Drafts of 


Ordinances Transmitted Herewith, Dated July 15, 10913.” 
The last pamphlet contains the ordinance for downtown 
subways to be leased to the elevated roads and the ordin- 
ance for a comprehensive independent system of rapid 
transit subways. 
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-F T the first dash of rain, the window sashes of the Brill Semi- & 
a Convertible Car are ready to be drawn out of their secure 
‘fF hiding place in the root pockets. In afew moments the large 

‘m window openings are all closed and the car is proof against the 

a heaviest downpour. ‘This makes the Brill Semi-Convertible popular 

m with the public as a real summer car both in hot, dry weather 

# and on days when rain threatens, comes suddenly or prevails. 

a 

- THE J. G. BRILL COMPANY 


PHILADELPHIA, PA. 
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Here’s The Place for MK a 


Single car operation was all right for city and interurban service until traffic con- 
gested the streets as well as filled the cars. Then railway men sought a means of ex- 
panding traffic capacity—and that’s why the well known 


Sprague G-E Type M K Control 


is being adopted by interurban and city lines — because the two-car train reduces 
traffic congestion and because the “all-electric” system has demonstrated such low 
maintenance in heavy and continuous service. 


Quick connection is a big feature too—60 seconds is sufficient to add or drop a 
car—and the road can always meet the severest traffic conditions with the reliability 
and low maintenance—possible only with the “all electric’ method of cool 


Ask our nearest office what other roads are doing with the MK eee 


General Electric Company 


Atlanta, Ga. Cleveland, Ohio Nashville, Tenn. Salt Lake City, Utah , 
Baltimore, Md. Columbus, Ohio Daa ee te erae in ERE Nord New Haven, Conn. San Francisco, Cal. 
ime dea Ala. Davenport, lowa General Office: Schenectady, N. Y. ee Orleans, oe eo Louis, » Mo. S 
oise, Idaho ayton, Ohio ew Yor chenectady, 
Boston, Mass. Denver, Colo. ADDRESS NEAREST OFFICE Omaha, Neb. Seattle, Wash. 
Buffalu, N. Y. Detroit, Mich, Philadelphia, Pa. Spokane, Wash. 
Butte, Mont. (Office of ce atin foplin, Mo. Louisville, Ky. .Pittsburg, Pa. Springfield, Mass. 
Charleston, W. Va. Elmira, N. Y. ansas City, Mo. Mattoon, Ill Portland, Ore. Syracuse, N.Y. 
Charlotte, N. C. Erie, Pa. Keokuk, Iowa Memphis, Tenn. Providence, RL. Toledo, Ohio 
Chattanooga, Tenn. Indianapolis, Ind. Knoxville, Tenn. Milwaukee, Wis. Richmond, Va. Washington, D. Cc 
Chicago, Ill. Jacksonville, Fla. Los Angeles, Cal. Minneapolis, Minn, Rochester, N. Y. Youngstown, Ohio. 


Cincinnati, Ohio 


For Texas and Oklahoma business refer to Southwest General Electric Company, Dallas, Houston, El Paso and Oklahoma City 
For Canadian business refer to Canadian General Electric Company, Limited, Toronto, Ont. 4342 


